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Apple Packing Plant, Yakima, Washington 


the country pioneered, 
develobed. and served 


bythe Northern Pacific [ has made the 


Yakima Valley, in the State 
of Washington, outstanding in America as a 
fruit-producing country, including apples, 
pears and peaches. Yearly crops aggregate 
50,000 carloads for shipment. Payrolls reach 
$5,000,000 annually for fruit harvest. This 


picturesque area is served by the 
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A Single Run 

in Her Stocking 

but It Ruined the 
Effect of Her Ensemble 




































What has a North American Lease to 
do with a lady's ensemble? Simply 
this: The effect of any ensemble de- 
pends on the effect of its component 
parts. For success, all must harmonize. 


The factors which help to establish a 
company’s reputation are also, in one 
sense, an ensemble. Each contributes 
to the effect of the whole. 


To build a reputation for fair dealing 
and dependable products, and then to 
ship those products in other than 
modern cars, is to make the same 
mistake as the lady who selects her 
wardrobe with the greatest of care, 
only to have its effect ruined by a 
run in her stocking! 


ANNES 
a&FRIGER ATO, 


and 


POULTRY 
CARS 


If your product is shipped in tank or 
refrigerator cars, we invite you to ask 
for full details on North American 
Service. 


A North 
American 
Car Lease 
ls Sound 
Business 
Economy 


World Bidg., 
TULSA, 
Oklahoma 


Republic Bank 
Building, 
DALLAS, 

Texas 


NORTH AMERICAN 
CAR CORPORATION 


327 South La Salle St., Chicago 
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The new viaduct above New York City’s crowded streets speeds service and eliminates congestion. 








the 
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* sam 
These outstanding advantages are yours when you. § 2 
wit! 
LOCATE ON NEW YORK CENTRAL’S §. 
pers 
age 
NEW WEST SIDE LINE sa 
mal 
ami 
New York Central’s new West Side No congestion covers threecity blocksandisequipped Hi me: 
Line has completely transformed the with the most modern facilities for ¥ ser 
west side of Manhattan into an in- “Back-door” delivery rapid, efficient and economical han @-, |. 
dustrial district ideal for warehouse . ki dling of freight! 
location! It offers advantages that may Saving on trucking costs By locating on this Line, you avail 
help you to improve your business New York Central services yourself of complete New York ; 
and increase your profits! Central services, reaching the greatest ] 
The new viaduct, illustrated above, New St. John’s Park Terminal marketing centers in the nation and Co 
passing through many industrial offering fast, dependable freight fae 
buildingsalongthe right of way, makes New York’s distribution center schedules through America’s most “hs 
possible ‘‘back-door’’ delivery! This densely populated and highly indus- ae 


results in a saving on trucking costs 
as well as time! Because the viaduct 
runs above city traffic, there is no 
congestion. Service is speeded and 
efficiency increased. 

The West Side Line is perfectly 





located in New York’s distribution cen- 
ter in the heart of the principal dairy, 
produce and general merchandise areas. 
It terminates at the new St. John’s Park 
Freight Terminal. This great structure 


trialized sections. 

Address your inquiries concerning 
desirable sites along this new Line to 
W. R. Dallow, Industrial Agent, New 
York Central Railroad, 466 Lexington 
Avenue, New York City. 


It’s good business to do business with 


NEW YOR 
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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
ed men that they must equip themselves to give the sort of 
or MM service that will justify employing them. 























n- 
al REGULATION OF SHIPPING 
rk N attacking the bill providing for regulation of water 
. carriers and the transfer to the Interstate Commerce 
id “ee 
. Commission from the Department of Commerce of the 
. regulatory duties of that department under the shipping 
c laws, Senator Copeland, of New York, chairman of the 
Senate commerce committee, said he knew, if he knew 
9 anything, that, “if we put shipping under the Interstate 
. Commerce Commission, the shipping men of this country 


might as well go out of business.” The senator, in elabo- 

. ration of his views, made it clear that he was convinced 
that, if the regulation of shipping were placed in the Com- 
mission, rates of the water carriers would be regulated 
in the interest of the railroads. 

The senator’s shipping bill would create a maritime 
authority that would administer not only the subsidy 
provisions but also the regulatory provisions. We have 
expressed opposition to such an arrangement because we 
believe it has been demonstrated that it is unwise to 
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place in one body the administration of both subsidy 
provisions and regulatory provisions. The old Shipping 
Board and its agency, the Fleet Corporation, with man- 
agerial, promotional, and regulatory duties, found them- 


and the result was not 
a strong American merchant marine. It much 
to ask a body of men to be responsible for the distribu- 
tion of public funds for the building up of an American 
merchant marine and at the same time exercise impartial 
judgment in regulating, in the public interest, the use of 
the plant created with the public funds. Senator Cope- 
land attacks the Eastman waterway regulation bill for 
the reasons given but his proposal for meeting the situa- 
tion is not, we think, in the interest of the merchant 


selves in one mess after another 





is too 


marine. 

We think regulation of shipping should be either in 
the Commission or a separate body, and if the latter 
should be provided for, arrangements should be made for 
coordination of regulation. We are not impressed with 
the contention that, if the Commission had the job, it 
would regulate the ships in the interest of the railroads. 
Neither do we think it would regulate highway carriers 
in the interest of the railroads. The allegation that the 
Commission would favor the railroads as against the 
other carriers, if it were charged with the duty of regu- 
lating all, we think, is set up as a bogey man to frighten 
those who may be persuaded to vote for the Eastman 
program calling for regulation of all agencies of trans- 
portation by the Commission. 

It is doubtful that a strong merchant marine would 
be built up under such a subsidy scheme as is provided 
in the Copeland-Bland bills, for the reason that the finan- 
cial aid permitted thereunder is too great. However that 
may be, we are certain that the subsidy scheme coupled 
with the proposal to have the regulatory provisions ad- 
ministered by the subsidy body would probably prove 
disastrous for the merchant marine. If there is to be a 
subsidy different from that now accorded our ships, it 
should be handled by an independent agency charged 
solely with that duty and directly responsible to Con- 
If the right kind of men could be 
obtained to serve on such a body, there might be some 
hope for the building up of a merchant marine under the 
subsidy plan. To put the pending proposal as to subsidy 
and regulation into effect would simply open the way 


gress for the results. 
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for repetition of what occurred under the old Shipping 
Board. 


TRANSPORTATION AND CONGRESS 


T looks more than ever now as if there is to be no 

transportation legislation of importance by the pres- 
ent session of Congress, the reason being the stress that 
is laid by President Roosevelt on his share the wealth 
taxation scheme, the jam in Congress in consequence, 
and the desire to adjourn before the hot weather in 
Washington becomes too oppressive. Little things like 
the pressing needs of one of the greatest industries of 
the country, plain to all students of the subject, the 
remedies advocated by most fair-minded persons com- 
petent to judge, seem to be regarded as of no importance. 
We turn to wild ideas of making everybody prosperous by 
law instead of doing the things—such as the applica- 
tion of sound legislative measures to the transportation 
situation—that would operate in orderly and logical 
fashion to restore business to health. But we shall have 
an “investigation” of the railroads conducted under a 
resolution put through by Senator Wheeler, an open 
advocate of government ownership of the railroads and a 
railroad baiter of long standing, the list of railroads 
and banking houses to be “investigated” being furnished 
by Joseph B. Eastman, Federal Coordinator of Trans- 
portation, who is himself a believer in government owner- 
ship and who helped Senator Wheeler prepare his bill 
to bring it about. 

There is no doubt that, if such an investigation were 
conducted in the true spirit of scientific investigation by 
men with no ulterior purposes but only a desire to learn 
the truth, and its developments and results were fairly 
and intelligently reported to the public through the press, 
something of value might be learned; but, in the spirit 
in which the chairman of the commmittee, Senator 
Wheeler, will conduct it, the piecemeal, inadequate, and 
sensational way in which the proceedings will be reported 
in the press, and the unintelligent way in which these 
reports will be read by the public, little is to be expected 
but another contribution to a more or less widespread 
popular impression that the railroads are grossly mis- 
managed, the bankers are sucking the lifeblood out of the 
stockholders, and, after all, government ownership may 
be the best possible solution of the problem—and, whether 
it is or not, the railroads will have brought it on them- 
selves by their nefarious practices. Some of what is de- 
veloped, as we have said, may be the basis for just criti- 
cism in the present; much of it will reveal misdeeds of 
the past, now water over the dam that ought to have no 
bearing on the present; and much of it will be mere sus- 
picion and innuendo—all of it contributing to the state 
of mind we have predicted. Even if there be a need for 
such an investigation of the railroads, it is no more 
patent than the need for legislation—but there was no 
trouble in putting through the investigation resolution, 
whereas, the proposed legislation is still pending with 
small chance of passage. 

In view of this situation the need is more impera- 
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tive than ever for energetic action on the part of the 
railroads themselves. They should clean their own houg 
where it needs cleaning; reorganize, where reorganiza. 
tion is necessary; bring about efficiencies and coording. 
tions in operation where possible, and corresponding re. 
ductions in personnel where good business judgmenj 
would dictate such reductions, even to the point of dis. 
charging “labor,” discarding their shabby pretense that 
they are prohibited by the emergency transportation lay 
from such action ; and proceed to reduce wages to a proper 
level. When and if they adopt such a policy they can 
face a Congressional investigation and the public with. 
out fear, strong in the knowledge and their ability t 
prove it, that, whatever may have happened in the past, 
the railroads are now being conducted efficiently and hav 
a right to ask consideration instead of being subjected 
to badgering. 

. We realize that not all of what we propose can be 
accomplished by railroad executives alone—that some of 
them are subject, perhaps, in some respects, to banker 
control that will not always permit executive judgment 
to have sway—but we are talking to these bankers as 
well as to railroad executives. Just why “banker con- 
trol,” however, should be supposed to be opposed to good 
business management has always been a mystery to us. 
What dealings with bankers we have had would convince 
us, rather, that, though bankers may not always use the 
best of judgment in conducting their own affairs, they 
are exceedingly meticulous about the way in which the 
affairs of those with whom they do business are con- 
ducted. Bankers ought to want the railroads to be out 
from under suspicion, soundly managed, and prosperous; 
doubtless they do, and much of the talk to the contrary is 
due merely to the “Wall Street” hysteria of the dema- 
gogue. We hope one of the results of the Wheeler “in 
vestigation” will be to show this to those competent and 
willing to understand. 


TAYLOR TALKS ON RADIO 


Harry G. Taylor, chairman, Western Association of Railway 
Executives, Chicago, in an address over station WEVD, Brook 
lyn, N. Y., July 10, described the work done by the western rail: 
roads in their endeavor to win back lost passenger traffic. The 
title of his address was “Riding the Western Rails to Real 
Recovery.” He described the spending of $19,000,000 in air-condi- 
tioning western through trains as an “act of courage” that had 
been rewarded with substantial increases in passenger revenues 
and an “outlook for the current and succeeding months that is 
full of promise.” He described the “dramatic scientific competi- 
tion” of the steam locomotive, the diesel and the electric engine 
now going on in the west as a great laboratory on wheels to 
“determine what best serves the interests of the traveling and 
shipping public.” Streamlining of passenger trains had also had 
much attention from the western railroads, he said, and all of 
this had been done and was being done without “a dollar of addi- 
tional charge. In fact, the basic fares and sleeping charges in 
the west are at the 1915 low levels.” -He told about the observ: 
ances of railroad week and said it was a demonstration that 
“these carriers had been re-energized in the public interest.” 


RAILROAD CREDIT CORPORATION 


E. G. Buckland, president of the Railroad Credit Corpora 
tion, has authorized the following announcement: 


The Railroad Credit Corporation will, on July 31, make its nine- 
teenth liquidating distribution equivalent to 1 per cent of the con- 
tributed fund. This distribution will repay $735,885, of which $379,858 
will be in cash and $356,027 in credits on obligations due the corpora- 
tion. The total returned by the corporation to participating carriers 
will then amount to $25,020,094, or 34%, of which $11,285,395 will have 
been paid in cash and $13,734,699 in credits. 





July 


Com 
Inter 


winn 
in Ne 
et al 
29, Pp 
out [I 
had | 
that, 
a gol 
he sé 

\ 
whicl 
of th 
missi 
its oO 
ever) 
or pu 


pilers 
to pl 
in a 
tion 
inter: 
inter: 


whic! 
If th 
rule, 
a tal 
claus 
of pu 


Com 
Case 
Turn 


claus 
ply t 
Steel 
stock 
have 
Woor 
7 
the . 
claus 
after 
claus 
being 
P 
indus 
ara 
Coor 
comr 
meal 
that 
rule 
ner § 
case, 
I 
was 
appli 
was 
Tailre 
> 
Gene 
road: 
thos¢ 
like] 













the 
pUige 
iza- 
ina: 
Te. 
lent 
dis. 
hat 
law 
per 
can 
ith. 
’ to 
ast, 
ave 
‘ted 












way 
\0k- 
‘ail- 
The 
eal 
ndi- 
had 
ues 
, is 
eti- 
jne 


und 
1ad 

of 
1di- 


TV 
hat 


ne- 
yn 
$58 


ers 


Current Topics in 
Washington 





ia In the view of case-hardened tariff 
Commission and Its composing veterans, of whom it has 
intermediate Rule a large number on its own staff, the 
Commission, division 5, came near to, 
winning, if it did not win, a dunce cap, when it made its decision 
in No. 26472, Armour & Co. vs. Chicago, Burlington and Quincy 
et al. and the case joined with it. (See Traffic World, June 
29, p. 1244.) Commissioner Aitchison, in his dissent, pointed 
out part of the mincing of the intermediate rule his colleagues 
had accomplished, but he failed to call attention to the fact 
that, if the intermediate rule was limited by the title page, then 
a good many railroads were not only violating section 4, as 
he said, but also section 6. 

Violation of section 6 consists of their hauling goods on 
which they have failed to publish rates as required by that part 
of the law. Unless a carrier is relieved by order of the Com- 
mission, it is required to publish rates between all points on 
its own routes and between all points on its own routes and 
every point on the routes of carriers with which it maintains 
or purports to maintain joint rates. 

The intermediate rule, framed by the expert tariff com- 
pilers, provides a short method whereby the carrier is able 
to provide rates between points where traffic may move once 
in a blue moon, and to avoid the penalties of the fourth sec- 
tion by providing a method of determining a rate from one 
intermediate point to another intermediate point, or from an 
intermediate point to a terminal point. 

It is a fundamental rule in the construing of a statute— 
which a tariff really is—that all parts must be made to work. 
If the title page is to limit and circumscribe an intermediate 
rule, only part of the rule is made to work. The title page of 
a tariff, it might be suggested, is like the general welfare 
clause of the Constitution—that is, it is a general declaration 
of purpose, but not a grant of power. 


It was neither surprising nor 
Commodities Clause shocking to many of those who think 
they know something about the mental 
processes of judges when Judge Wood- 
Turn Table Pit ward, in U. S. vs. Elgin, Joliet and 
Eastern, held that the commodities 
clause of the interstate commerce act, section 1 (8), did not ap- 
ply to the transportation of commodities produced by the U. S. 
Steel Corporation and its subsidiaries over the Elgin road, the 
stock of which is also controlled by that corporation. It would 
have been a great surprise and shock to them had Judge 
Woodward held otherwise. 

The Commission, in that case, acting, of course, through 
the Attorney General, tried, in homely language, to put the 
clause on a turn table, turn it about, and send it, snorting, 
after industries that own railroads. Instead of getting the 
clause out on the turn table the Commission, for the time 
being, it may be said, finds the clause in the turn table pit. 
The clause still “prevents a railroad from controlling an 
industry, but it does not prevent an industry from controlling 
a railroad.” The language in quotation marks was used by 
Coordinator Eastman in outlining the views to the Senate 
committee on interstate commerce held by some as to the 
Meaning of the clause in connection with a commodity clause 
that he had written into his waterway carrier control bill. The 
rule he had written definitely would have applied in the man- 
her sought by the government in the Elgin, Joliet and Eastern 
case. The committee eliminated it from the bill. 

For twenty-two years—that is, from 1908, when the clause 
Was written into the interstate commerce act, to 1930—it was 
applied only to railroads controlling industries. Primarily, it 
was enacted on account of the feeling against the policy of the 
railroads that controlled a large part of the anthracite industry. 

When, in 1930, the Commission persuaded the Attorney 
General to ask the courts to say that the clause applied to rail- 
roads controlled by industries, the effort did not appeal to 
those familiar with the mental processes of judges as one 
likely to succeed, 


Case Lies in 
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Courts, in many cases, have taken long acquiscence by 
administrative bodies in a given view of a statute as indicat- 
ing satisfaction with the construction placed on it. They are 
opposed to the view that power lurks in ambush for years and 
years, to spring out unexpectedly. Their inclination seems to 
be to believe that those who dealt with the subject when it 
was fresh knew the evil to be remedied and what the statute 
writers meant when they enacted it. Wherefore, the decision 
by Judge Woodward was not unexpected. 


Peter Grimm, of New York, according to 
A Grimm an announcement by Secretary Morgenthau, 
has joined the staff of the Treasury, as as- 
sistant to the head of it. 
Treasury Staff No. he is not to emulate the ev- 
ample of Jakob and Wilhelm Grimm, 
co-authors of “Kinder-und Hausmarchen,” or, in English, fairy 
tales. So far as known, he is not to have anything to do with 
the preparation of reports about the “ordinary” budget of the 
government being balanced. His duty, as defined by Mr. Mor- 
genthau, is to represent the Secretary in relations with the real 
estate mortgage agencies of the government. He is a real 
estate expert. 


Joins the 





Under the caption, in the Congres- 


Out of the sional Record, of “One-man Railway 
Dominion of Waterways,” Senator 

Mouths of Senato : . : 
a © _ Schall, of Minnesota, discussed the so- 
What Next? called Eastman Waterway carrier reg- 


ulation bill, in part, as follows: 


As shown by the minority report submitted by my colleague, 
Senator Shipstead, the pending bill (S. 1632) transfers regulation 
of waterway transportation from War Department engineers to the 
Interstate Commerce Commission, which regulates the railways. 

The Interstate Commerce Commission, as now constituted under 
the ‘‘new deal,’’ consists of one man, Eastman, who demands sociali- 
zation of all railways under federal rule, as in European kingdoms 
and governments, including Russia. 

The future of American waterway transportation, if this bill 
shall pass, rests completely in the hands of a one-man railway bureau, 
whose term of office and whose rulings are subject to the pleasure 
of the President, who thereby is made the transportation dictator of 
the United States—a President who already has a $5,000,000,000 war 
club to swing over the heads of recalcitrant senators and representa- 
tives to force their obedience to his will; a President who, with his 
bureau appropriations, has $8,000,000,000 subject to his will in coercing 
the 48 states in the coming election; a President who has 7,000,000 
federal officeholders to carry out the executive will in the 1936 ex- 
penditure of this $8,000,000,000;, a President whose $10,000,000,000 of 
debt, deficits, and doles are now carrying 22,000,000 people, or one- 
fifth of the population, as public charges. 

All which seems to be needed to complete the picture of royal 
succession in making our dictatorship permanent is complete control 
of transportation. The President, through his one-man control of 
railways and highways by recent acts and executive orders, now has 
federal control of interstate commerce and much intrastate commerce 
by land transportation. 


Of course, “War Department engineers,” whoever they may 
be, do not regulate waterway transportation. An army officer, 
subject to the orders of the Secretary of War, does operate the 
government barge line on the Mississippi River and other 
streams. The company in the name of which the barges are 
held and operated, in joint rates with railroads, is regulated by 
the Commission. The Shipping Board Bureau of the Depart- 
ment of Commerce does whatever regulating there is of car- 
riers by water. 


Though the Atlantic-Gulf Ship 

Florida Ship Canal Canal across Florida could not qualify 

as a self-liquidating Public Works Ad- 

ministration project, there Seems to be 

Work-Relief Project a possibility that it will be able to 

obtain approval as a work relief proj- 

ect. Work relief projects are the successors to direct relief or 

dole and the leaf-raking projects, workers on which raked 

leaves in a leisurely manner, apparently without any definite 
plan of disposition when the raking was done. 

Failure to qualify as a self-liquidating project followed ex- 
amination of the plans of a special board. (See Traffic World, 
October 6, 1934, p. 535.) Possible qualification under the work 
relief method of spending money from the $4,880,000,000 fund 
is presented by the probable examination of the project by the 
highest body in the administration of the work relief program. 

The special board that disqualified the project under the 
PWA reported that a loan on an estimated cost of $143,000,000 
could not be repaid, without interest, in less than 80 years 
by the tolls that might be collected for its use by ships de- 
sirous of saving 1,400 miles of steaming in a round trip between 
the Gulf of Mexico and the Atlantic Ocean. The board, in 
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making the 80-year estimate of probable traffic, said that esti- 
mates so far into the future could be at most but approximations. 

Work relief projects, however, are not on a Self-liquidat- 
ing basis. They do not need to hold out hope of repayment. 
The whole idea back of work relief projects is to get the un- 
employed from the undisguised relief roll (dole) to the dis- 
guised roll, with the word “work” before the word “relief.” 

Work relief projects, however, are subject to the President’s 
limitation that 3,500,000 unemployed must be put to work on 
projects that, with cost of materials and cost of labor, will 
not eat up more than $4,000,000,000. That constitutes what is 
called the $1,200 a year limit for each person unemployed and 
the materials he uses. 

Were there no transportation facilities, either highway 
or railroad, between the east and west coasts of Florida, 
it might be asked which would be the cheaper, a sea level canal 
costing $143,000,000, or a railroad as long as the equated sav- 
ing of 700 miles in the steaming distance between the east 
and west coasts. The distance, equated in the usual way, 
three water miles to one land mile, would be 2331/3 miles. 

Without doubt, it is believed, there are hundreds, if not 
thousands, of contractors who would be willing to undertake 
the construction of a high-class railroad at a cost of $100,000 
a mile. That would mean a cost of $23,333,333.33. But even if 
it cost three times as much, the cost would be much less than 
the estimate of $143,000,000 for a sea level 30 feet deep canal. 

A railroad to carry the ships across the peninsula, probably, 
would be much cheaper than a canal. Of course, if the govern- 
ment built a toll canal that would pay back the cost in 80 
years (without interest), there probably would be a demand for 
a free canal before the toll canal could be completed. Other 
United States waterways, the Panama Canal excepted, are free. 
It would be argued that the trans-Florida canal should not be 
an exception. If the government must spend the money, it 
might be suggested, digging of a free canal would be better than 
spending it on leaf-raking or other disguises of the dole.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 6 totaled 
472,421 cars, a decrease of 145,615 below the preceding week, 
the loss being attributable to the July 4 holiday. It was a re- 
duction of 48,320 cars below the corresponding week of 1934 
and 71,089 below the corresponding week of 1933, both of which 
weeks included the holiday. Miscellaneous freight loading 
totaled 197,855 cars; merchandise, less than carload, 135,001; 
coal, 50,186; grain and grain products, 23,887; livestock, 8,615; 
forest products, 22,040; ore, 30,043; coke, 4,794. 

Loading of revenue freight the week ended June 29 totaled 
618,036 cars, according to the Association of American Railroads. 
This was an increase of 50,189 cars above the preceding week, 
but a reduction of 27,967 cars below the corresponding week in 
1934, and 23,694 cars below the corresponding week in 1933. 

The Eastern and Pocahontas districts reported increases, 
compared with the corresponding week last year in the number 
of cars loaded with revenue freight for the week of June 29, 
but. the Allegheny, Southern, Northwestern, Central Western 
and Southwestern reported reductions. All districts, except the 
Northwestern, which showed an increase, reported reductions 
compared with the corresponding week in 1933. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

4 WOGES IR JRRUATT occccsevececcese 2,170,471 2,183,081 1,924,208 
© WEEE TR POREURTY occcsscvecccves 2,325,601 2,314,475 1,970,566 
© WORSE TH TERION 6c cccivedsaecviceces 3,014,609 3,067,612 2,354,521 
7 BE EE 0.6.6 050 440+-00 000 eee ,303,103 2,340,460 2,025,564 
OS eee 2,327,120 2,446,365 2,143,194 
Week of June f Sed MiGs Racha earener 65,342 579,656 512,974 
EC ND: 6 occccwreccwessceses 630,836 616,768 569,157 
PN OE UIE AD winin0n6.cs-ce-cwseenee 653,092 18,881 592,759 
OO GE BONS FE 6c civ siscessscsecees 567,847 623,322 609,627 
EO GE GOED BP 6.566 b2200ksecereeee 618,036 646,003 641,730 

TD eka diakancsunasrrareaconeace 15,176,057 15,436,623 13,344,300 
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Revenue freight loading the week ended June 29 and for the 
corresponding period of 1934, by districts, was reported as 
follows: 


Eastern district: Grain.and grain products, 4,952 and 5,459; live 
stock, 927 and 1,248; coal, 31,272 and 25,083; coke, 1, 608 and 1 832" for- 
est products, 1,968 and i, 193: ore, 3, 199° and 3,621; merchandise, i Cc 
L. 2,004 and 240; miscellaneous, 58,269 ‘and 59,682; total, 1935, 
144,199: 1934, 141, 358: 1933, 146,545. 

Allegheny district: Grain’ and grain products, 2,475 and 3,016: 
live stock, 697 and 1,005; coal, 34,249 and 28, ~ coke, 1,984 and 2,736: 
forest products, i 339 and 1,258; ore, 7,240 and "7,180; merchandise, ts 
C. L., 29,417 and 29,631; miscellaneous, 48,765 and 55, 632; total, 1935, 
126, 116; 1934, 128,961; 1933, 131,227. 

Pocahontas district: Grain and grain products, 222 and 284; live 
stock, 143 and 117; coal, 31,628 and 31,535; coke, 451 and Bs 3 ‘forest 
products, 694 and 759; ore, 74 and 325; merchandise, L. 
and 5,086; miscellaneous, 5,935 and 5,834; total, 1935, “a "3662 
44,350; 1933, 45,549. 

Southern district: Grain and grain products, 2,137 and 2,526; live 

11,371 and 12,503; coke, 276 and 195; forest 


Tiss 


stock, 1,005 and 840; coal, 
products, 8,314 and 6,713; ore, 458 and 492; merchandise, L C. i 
25,871 and 27,268; miscellaneous, 34,197 and '34, 218; total, 1935, 83,629: 
1934, 84,755; 1933, 91,672. 

Northwestern district: Grain and grain products, 6,789 and 7,132: 
live stock, 1,930 and 7,102; coal, 2,833 and 2,969; coke, 1, 163 and 1,068: 
ay oe products, 6,591 and 6,482; ore, 19, 847 and 21,482; merchandise, 


.» 19,467 and 19,543; miscellaneous, 28,496 and 28,911; total, 
1o35, 87, 116; 1934, 94,689; 1933, 84,473 
Central Western district: Grain and grain products, 7,749 and 


18,226; live stock, 3,457 and 6,114; coal, 5,161 and 4,780; coke, 194 ana 97; 
forest’ products, ’b, $36 and 4, 422: ore, 1, 424 and 1, 646; merchandise, L. 
C. ts, 3s,ke0 and 23,368; miscellaneous, 38,074 and 41, 302; total, 1935, 
85, 180; 1934, 99,955; 1933, 89,904. 


Southwestern district: Grain and grain products, 3,906 and 6,441; 
live \stock, 1,247 and 1,830; coal, 1,887 and 1,756; coke, 122 and 80; 
forest products, 3,653 and 3,839; ore, 348 and 128; merchandise, L, © 
L., 12,225 and 12,488; miscellaneous, 23,992 and 25,773; total, 1935, 
47,380; 1934, 51,335; 1933, 52,360. 


WESTERN PASSENGER ADVERTISING 


In its report on the cooperative passenger advertising cam- 
paign of the western railroads, submitted at a meeting of the 
Western Association of Railway Executives, Chicago, July §, 
the committee in charge characterized the campaign as “an 
unqualified success.” 

“While the campaign is ended,” said the report, “the results 
and benefits continue to accumulate and we confidently believe 
the benefits will continue to accrue for several months.” Proof 
of results, the committee said, were shown in the fact that 


passenger traffic on the western railroads showed increases this: 


year over last substantially higher than increases on easter 
roads, and this while “the western railroads are reporting de 
creases in traffic and while business generally throughout the 
country is not as good as a year ago.” 

Because the committee used existing facilities of the rail. 
roads for detail and mechanical work, economies were made 
reducing the cost of the campaign from the budgeted $440; 
000,000 to $367,944.93 “without sacrificing the effectiveness of the 
campaign.” 

The report makes reference to railroad week and the volume 
of favorable publicity it created, as well as to the favorable pub- 
licity evoked by the advertising campaign itself. Eleven vol 
umes of newspaper and magazine clippings were compiled by the 
committee. 

In conclusion, the committee recommended that, “in view 
of the unquestioned success of this first and, so far, only major 
effort of this kind, steps be taken immediately to determine if 
similar effort should be continued and, if so, in what way ani 
to what extent.” The association decided to take this recom- 
mendation under advisement. It will be considered at its next 
meeting in Chicago, September 6. 

H. G. Taylor, chairman of the association, was chairman of 
the special committee in charge of the campaign. H. W. Siddail, 
chairman of the Transcontinental and Western Passenger Ass0- 
ciations, and E. H. McReynolds, director of publicity and at 
vertising, Missouri Pacific, were the other members. 


—_— COON n-onaann— 
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Revenue Freight Car Loading—Week Ended Saturday, June 29 


Grain and Live 
grain prod. stock Coal 
1935 28,230 9,406 118,401 
OS Se GED eo sivscsscvesicwes 1934 43,084 18,256 107,129 
1933 46,424 15,397 113,955 
Preceding week June 22.......... 1935 25,091 9,084 87,722 
Per cent increase over .......... 1934 10.5 
Per cent decrease under ........ 1934 34.5 48.5 
Per cent increase over .......... 1933 3.9 
Per cent decrease under ......... 1933 39.2 38 
. 1935 670,257 319,467 3,201,143 
Cumulative 26 weeks to June 29 { 1934 778,221 405,707 3, ar 142 
1933 832,689 408, 820 2 ,881 
Per cent increase over .........- 1934 6 
Per cent decrease under ........ 1934 13.9 21.3 
Per cent increase over .......... 1933 27.3 
bwasaeted 1933 19.5 21.9 


Per cent decrease under 


Per cent to 15 year average 71.5. 


Forest Mdse. 

Coke products Ore L. C. L. Miscellaneous Total 
5,798 28,495 32,590 157,388 237,728 618,036 
6,418 24,266 34,874 160,624 251,352 646,003 
7,216 28,466 18,817 172,277 239,178 641,730 
5,721 25,946 31,373 156,571 226, 339 567, ‘47 

17.4 
9.7 6.5 2.0 5.4 43 

a 73.2 

19.7 6 3.7 
175,212 634,370 338,711 4,040,025 5,796,872 15,176,057 
200,673 600,415 320,593 4,183,825 5,764,047 15,436,623 
123,569 471,471 136,100 4,151,924 4,704,846 13,344, "300 
5.7 5.7 6 4 
12.7 3.4 1, 
41.8 34.6 148.9 ai 23.2 13.1 
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Decisions of Interstate Commerce Commission 





GEORGIA CLASS RATES 


ITH Commissioner Splawn saying that the Commission 

should rexamine the entire rate structure in the south in 
view of the substantial changes in conditions which have taken 
place within the last eight years, the Commission in No. 26699, 
class rates within the state of Georgia, has condemned the class 
rates prescribed by the Georgia commission, for distances up to 
440 miles, lower than the interstate class rates prescribed by the 
Commission in Southern Class Rate Investigation, 100 I. C. C. 
513, 109 I. C. C. 300, 113 I. C. C. 200, and 128 I. C. C, 567. Georgia 
class rates are to be brought up to the interstate level not later 
than August 10. 

The order to bring up the rates to the interstate level is 
based on findings that the rates decreed by the Georgia commis- 
sion result in undue, unreasonable and unjust discrimination 
against interstate commerce; cause undue and unreasonable 
advantage and preference to persons and localities in intrastate 
commerce; and undue and unreasonable prejudice against per- 
sons and localities in interstate commerce. 

Rates in accordance with the Commission’s decision in the 
Southern Class Rate Investigation were established January 15, 
1928, throughout the south on both state and interstate traffic. 
They remained in effect until] August 20, 1934. On that date the 
railroads operating in Georgia established lower rates estab- 
lished by the Georgia commission on freight in classes 1 to 12, 
inclusive, between points in that state. The rates so imposed 
and made effective applied for distances up to 460 miles and 
were less in every instance, the Commission said, than corre- 
sponding class rates for like distances for transportation in 
interstate commerce within southern territory. 

In defense of what it had done the Georgia commission as- 
serted that conditions existing in the official and southern ter- 
ritories did not justify the difference in the levels of rates 
prescribed by the Commission for the two territories. It con- 
tended that the reduced rates that it had ordered, approximately 
13 per cent higher than rates prescribed for official territory, 
were maximum, reasonable rates for application within Georgia. 
Answering that contention the Commission said that in the 
southern class rate investigation it had prescribed rates de- 
signed to met the particular conditions in southern territory. 
No definite relation between the two rate structures, it said, 
was prescribed. A comparison only of the class rate levels, it 
added, did not disclose the fundamental differences in transpor- 
tation and traffic conditions which had resulted in the present 
rail-rate systems in each territory. 


The Georgia commission, the report said, took the position 
that the interstate class rates even if reasonable when pre- 
scribed in 1927, effective January 15, 1928, were no longer so 
when considered in the light of changed conditions. Among 
the facts cited by the Georgia commission in support of its con- 
tention was the one that the ratio of freight operating expense 
to freight revenue for the years 1926 to 1933, inclusive, was 
more favorable in the case of carriers operating in southern ter- 
ritory than for those in official territory. 


Despite the relatively favorable conditions claimed by the 
Georgia commission the federal body said the fact remained that 
the needs of the southern carriers, as a whole, and of the ten 
Georgia roads, that carried the bulk of the state traffic, for in- 
creased revenues to meet operating and other expenses was 
greater than that of the carriers in official or eastern terri- 
tory. The Commission used a table showing that the freight 
revenue by the mile of road on the ten Georgia carriers, used as 
typical, in 1983 was $7,885, while that of the other railroads in 
southern territory was $8,456 and in the eastern territory $19,644. 

Answering the contention about changed conditions the 
Commission said the basic data shown on the record as to 
volume, revenue, and other factors did not support the view 
that the interstate class rates prescribed by it as reasonable 
in southern territory, including those in -Georgia, were or had 
become unreasonable. On the record, it said, it found that the 
interstate class rates in southern territory were reasonable. 

_The decrease in revenue on an annual basis calculated from 
a Six weeks’ test, the Commission said, would have been $84,327 
or 17.33 per cent by reason of the rates prescribed by the 
Georgia commission. Assuming that the test covered only one- 
half of the traffic in Georgia the carriers estimated their loss 
at $168,654 a year. 

_ The estimated loss in annual revenue of $168,654 result- 
ing from the application of Georgia rates to intrastate traffic, 





unless offset by additional revenue on other traffic, the Com- 
mission said, would increase the aggregate deficit of the ten 
typical Georgia roads before mentioned, by 1.4 per cent, based 
on 1933 figures. The tests, the Commission added, indicated 
that the reductions in intrastate rates applied to and would 
continue to apply to a substantial volume of traffic and that 
as a direct result of such reduced rates the railroads had sus- 
tained and would continue to sustain a loss in revenue. The 
Georgia commission challenged the estimated loss and submitted 
figures of its own. The Commission said that if the Georgia 
commission’s computation meant that $80,580 would be the total 
reduction on a yearly basis, it was clearly too low and was not 
warranted from the evidence. It came to the conclusion that 
the estimate of $168,654 might be too great. It said it had 
reached the conclusion that the loss in revenue due to the 
reduced rates lay between the two estimates and that it ap- 
proximated $125,000 a year. 

The Commission incorporated in its report abstracts from 
the testimony of shippers outside of Georgia tending to show 
their difficulties from loss of business in selling their products 
in Georgia in competition with producers and shippers in Georgia 
because of the reductions in the state rates below the level of 
the interstate rates. 

The findings were that the existing interstate class rates 
in southern territory were just and reasonable; that if the in- 
trastate class rates in Georgia were increased to the level of 
the interstate rates the increase would result in larger revenue 
to the carriers involved; that transportation conditions were 
similar and that the Georgia intrastate traffic under the assailed 
rates was not contributing its just proportion to the revenue of 
the carriers; that by reason of that fact respondents were suffer- 
ing substantial losses in revenue to which they were justly 
entitled; and that the class rates ordered by the Georgia 
commission caused the unjust discrimination and preference 
hereinbefore mentioned. 

These findings, the Commission said, were without prejudice 
to the right of the authorities of Georgia, or of any other inter- 
ested parties, to apply for a modification of the findings and the 
order herein as to any specific intrastate rate on the ground 
that it was not related to interstate rates in such way as to con- 
travene the provisions of the interstate commerce act. 

In his separate view, a concurrence, Commissioner Splawn 
said that under the law and facts of record he believed the 
Commission had arrived at the correct conclusion. Pointing out 
that the decision in the Southern Class Rate Investigation was 
made in 1925, he expressed the belief that the Commission 
should reexamine the entire rate structure in southern territory 
in view of the substantial changes in conditions which had 
taken place within the past eight years. 


OGDENSBURG EX-LAKE GRAIN 


The Commission, on reargument, has issued a corrected 
report in I. and S. No. 4017, ex-lake grain from Ogdensburg to 
New England. (See Traffic World, July 6, p. 9.) In the original 
report the Commission said: 


We further find that rates on this traffic from Ogdensburg which 
exceed the corresponding rates from Buffalo by more than 2.5 cents 
would deprive Ogdensburg of the benefit of its location, and result 
in undue prejudice to that point and to shippers therefrom. 


That, obviously, was not what it intended to say. The pur- 
pose was to make the rates to Ogdensburg less than the rates 
from Buffalo, Ogdensburg being nearer New England than Buf- 
falo. Therefore it has rewritten that sentence so that it now 
reads: 


We further find that rates on this traffic from Ogdensburg which 
exceed rates 2.5 cents less than the corresponding rates from Buffalo 
would deprive Ogdensburg of the benefit of its location, and result 
in undue prejudice to that point and to shippers therefrom. 


The Commission also supplied the word “are” in the first 
sentence of its two findings. The part of the sentence so 
amended, in the original report, limped because it had no verb 
in its equipment. 


TERMINAL SPOTTING SERVICE 
In its eighteenth supplemental report, the Commission, di- 
vision 6, in Ex Parte No. 104, part 2, terminal service, American 
Sheet & Tin Plate Co. terminal allowance, has ordered the 
Pennsylvania and the Baltimore & Ohio to cease making allow- 
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ances to the industrial company mentioned, not later than 
August 22 at Vandergrift, Pa., Wellsville, O., and Scottdale, Pa. 
The Pennsylvania serves the plants at Vandergrift and Wells- 
ville, while that carrier and the Baltimore & Ohio serve the 
plant at Scottdale, Pa. The report in this case, in general out- 
line, follows reports in the same case with respect to other 
situations. The allowance is $1.10 a loaded car. 

The Commission, division 6, in its thirteenth supplemental 
report, in Ex Parte No. 104, part 2, Humble Oil & Refining Co. 
terminal allowance, has found that the service performed by 
industry locomotives beyond the points of interchange now in 
use is not a service for which the carriers are compensated 
in their interstate line-haul rates. It has therefore found that 
the allowance, 90 cents a loaded car, paid by the Texas & New 
Orleans and the Missouri Pacific to the oil company mentioned 
for work done at the Humble plant at Baytown, Tex., is un- 
lawful. The order issued in connection with the report re- 
quires the railroads to cease and desist from paying the al- 
lowance not later than August 26. 

The Commission, division six, in the nineteenth, twentieth, 
twenty-first, twenty-second, and twenty-third supplemental re- 
ports in Ex Parte 104, has ordered the railroads, not later than 
September 3, to quit paying terminal spotting allowances to the 
Inland Steel Company at Indiana Harbor, Ind., Wickwire-Spen- 
cer Steel Company, at Harriet, N. Y., Gulf Refining Company 
at Port Arthur, Tex., Granite City Steel Company, at Granite 
City and Madison, Ill., and Celotex Company, at Marrero, La. 

The Commission, in Ex Parte No. 104, part 11, Keystone Steel 
& Wire Co. terminal allowance, has denied the petition of the 
company mentioned asking it to cancel or to postpone the effec- 
tive date of the order dated May 14 attached to the eighth sup- 
plemental order. 

The Keystone Steel & Wire Co. in Ex Parte No. 104, part 2, 
Keystone Steel & Wire Co. terminal allowance, has further 
asked the Commission to set aside its original report, which is 
called the eighth supplemental report, and to grant a rehear- 
ing. The allowance in question is that made to the petitioner 
at its plant at Peoria, IIl. 

The Commission, in Ex Parte No. 104, part II, terminal serv- 
ices, Interlake Iron Corporation terminal allowance, has author- 
ized the Wheeling & Lake Erie, on five days’ notice, to cancel, 
effective July 15, 1935, its local freight tariff No. 165-C, I. C. C. 
No. 1731, covering terminal allowances to the Interlake Iron 
Corporation at Toledo (Ironville), O., on traffic to and from 
points on or reached by it. 

Three petitions were filed in federal court this week ask- 
ing that the Commission’s orders in Ex Parte 104, practices 
of carriers affecting operating revenues or expenses, part II, 
terminal services, be set aside (see Traffic World, July 6, p. 11). 
They were filed by Walter, Burchmore and Belnap on behalf 
of the Keystone Steel and Wire Company, at Peoria, Ill.; the 
Standard Oil Company of Louisiana, at New Orleans, and the 
East Chicago Dock Company, at South Bend, Ind. Supplemental 
orders involved are numbers 8, 4 and 6. In each case the court 
is asked to enter an interlocutory injunction permanently re- 
straining the Commission and the United States from enforcing 
an order which would forbid the railroads making an allow- 
ance to the petitionng company for spotting its own cars. Tem- 
porary restraining orders were also requested. Hearings were 
set in Peoria and New Orleans for July 13. No date has as 
yet been set for the hearing at South Bend. 


COMMISSION REPORTS 


Canned Vegetables 


No. 25063, Minnesota Valley Canning Co. vs. Alton et al. By 
division 5. Report of Commission on further hearing. Amount 
of reparation due under findings in previous report herein, 194 
I. C. C. 61, and 200 I. C. C. 271, on canned vegetables, involving 
factors from Minneapolis, Minn., to points in central territory 
and Ontario, Can., found to be $28.69 with interest. 


Fourth Section Brick 


Fourth section application No. 15041, brick in the southwest. 
By division 2. Carriers parties to decision of division 3 in Brick 
and Related Articles, 188 I. C. C. 147, and carriers parties to 
agent J. E, Johanson’s tariffs, I. C. C. Nos. 2008, 2332, 2440, 2446, 
and 2474, authorized to establish and maintain rates over existing 
routes on brick and related articles between points in southwest- 
ern territory, including Kansas and Missouri, considered in 188 
I. C. C. 147, without observing the long-and-short haul provision 
of section 4, by fourth section order No. 11941, subject to condi- 
tions that rates from, to and between higher rated intermediate 
points shall not exceed the lowest combination of rates and sub- 
ject to circuity limitations. Chairman Tate, concurring in part, 


said while he approved the report, his approval without the 
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imposition of the equidistant clause in instances where the 
relief was based entirely on circuity was out of deference to the 
action of the Commission in prior cases preserving grouping. He 
said where departures occurred because of grouping about to bp 
established he would impose the equidistant clause. 


Bituminous Coal 


Fourth section application No. 15039, bituminous coal fron 
West Virginia. By division 2. Authority granted to the Balti. 
more & Ohio and parties to its tariffs, I. C. C. Nos. 2601, 274 
and 2760, in fourth section order No. 11945, to establish and 
maintain rates, bituminous coal, mines on the Baltimore & Ohiy 
in the Cumberland-Piedmont region of West Virginia to east. 
ern destinations over routes through Morgantown, W. Va., and 
Greene Junction, Pa., or through Morgantown, Fairmont ani 
Grafton, W. Va., the same as on like traffic contemporaneousl; 
applicable from and to the same points over routes throug} 
Morgantown and M. & K. Junction, W. Va., subject to the usual 
limitations. Commissioner Aitchison, concurring, said it wa; 
doubtful whether the situation constituted a violation of the 
long-and-short haul part of section 4. Chairman Tate, dissent. 
ing, said it seemed that the lower rates which prevailed from 
mines at points of origin invoived in the case were lower than 
the rates from mines which would be intermediate if the relie/ 
herein sought were granted only because the points of origin 
here involved were closer to the points of destinations and 
hence, that the haul would be less expensive. 























Cement 


I. and S. No. 3973, cement from El Paso, Tex., to New Mex. 
ico. By the Commission. On reconsideration, finding in the 
original report, 203 I. C. C. 4438, that proposed rates, cement, 
El Paso, Tex., to destinations on the lines of the Souther 
Pacific in New Mexico had not been justified, reversed. The 
Commission, in this report, said that it was of the opinion that 
the proposed rates did not exceed the maximum of reason# 
ableness, and accordingly it fould that the schedules had been 
justified. The proceeding has been discontinued. Commis- 
sioners McManamy, Aitchison and Lee dissented. 


Brick to the South 


No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. 
et al. By the Commission. On further hearing and _ recon 
sideration, rates, brick and related articles taking the same 
rates, points in the Olive Hill, Ky., and southern Ohio groups 
to destinations in Virginia, Tennessee, the Carolinas, and 
Georgia, found unreasonable and new rates prescribed effective 
not later than October 12. The finding is that the assailed 
rates, to points covered by the West Virginia Brick Case, 169 
I. C. C. 307, and 186 I. C. C. 485, are not unreasonable or un 
duly prejudicial; that the assailed rates to Augusta and Sa 
vannah, Ga., will be unreasonable to the extent that they may 
exceed $4.10 and $4.30 a net ton, respectively; that the other 
assailed rates to points in Tennessee, Virginia and points in 
the Carolinas, as described by the complainant’s witness, will 
be unreasonable to the extent that they may exceed rates under 
the scale prescribed in the West Varginia Brick Case, extended 
in the manner prescribed in the former report, subject, as 
maxima, to the rates contemporaneously maintained by the 
southern carriers from Cincinnati, O., to the same destinations, 
except that to destinations in Tennessee and West Virginia, 
rates on the basis prescribed to intermediate points embraced 
in the West Virginia case may be observed as minima, and 
provided further that to the rates prescribed may be added the 
present authorized emergency charges. Commissioner Mc: 
Manamy dissented. 


Vegetable Hampers 


No. 25626, Ashby Veneer & Lumber Co., Inc., vs. I. C. et 
al., and a sub-number, Same vs. Southern Pacific et al. By the 
Commussion. Dismissed. On reconsideration, finding in prio! 
report, 203, I. C. C. 711, that rates, vegetable hampers, nested, 
Jackson, Tenn., to points in California were not and are not 
unreasonable or otherwise unlawful, affirmed. Commissioner 
McManamy dissented. 


Rough Marble 


No. 26641, Danville Chamber of Commerce, Inc., vs. South 
ern et al. By division 5. Dismissed. Rate, rough marble, less 
than carloads, Canton, Ga., to Danville, Va., on shipments made 
between January 19 and October 6, 1933, not unreasonable 0 
otherwise unlawful. 

Machinery, Etc. 


No. 26703, United States Smelting, Refining & Mining Co. 
vs. Union Pacific et al. By division 2. Dismissed. Rates, ma 
chinery, stock, supplies, and equipment of a dismantled lead 
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carloads, Grasselli, Ind., Midvale, Utah, shipped in July, 
Commissioner Aitchison dissented. 
Coffee 


No. 26789, Kaupke Coffee Co. vs. Illinois Central. By di- 
vision 5. Rate charged, $1.455, imported green coffee, in bags, in 
less than carloads, New Orleans, La., to Cedar Rapids, Ia., 
between October 17, 1932, and October 2, 1933, unreasonable 
to the extent it exceeded 86 cents. Reparation of $73.47 awarded. 


PROPOSED REPORTS 


Flour, Etc. 


No. 26642, Colorado Milling & Elevator Co. vs. A. T. & S. 
F. et al. By Examiner C. E. Simmons. Dismissal proposed. 


refinery, 
1933, not unreasonable. 


| Rates, flour, grain and grain products, in straight or mixed 


carloads, originating at points in Colorado, Kansas, Nebraska, 
and Wyoming, transited en route or shipped directly from tran- 
sit points to destinations in New Mexico, proposed to be found 
not unreasonable. 


Sheet Steel Containers 


No. 26803, Pittsburgh Steel Drum Co. vs. Pennsylvania et 
al. By Examiner J. P. McGrath. Rates charged, sheet steel 
containers of 20 gallons capacity or less, carloads, and on sheet 
steel containers of 20 gallons capacity or less, and of sheet steel 
containers of more than 20 gallons capacity, in mixed carloads, 
from Apollo, Pa., to points in New York, Massachusetts, Rhode 
Island, New Jersey, West Virginia, Illinois, Kentucky and Mis- 
souri on shipments between May 20, 1931, and November 14, 
1933, proposed to be found to have been inapplicable. Rates 
charged sheet steel containers of more than 20 gallons ca- 
pacity, carloads, from and to the same points proposed to be 
found applicable and not unreasonable or unjustly discrimi- 
natory. He said the complainant had not been shown to have 
been damaged by an alleged undue prejudice. Applicable rates 
on the containers of 20 gallons or less proposed to be found 
to have been; fourth class, minimum 14,000 pounds, subject 
to Rule 34, on shipments which consisted of containers of 20 
gallons capacity or less, and second class rates, minimum 14,000 
pounds, subject to Rule 34, on shipments which consisted of 
containers of 20 gallons capacity or less in mixed carloads with 
containers of more than 20 gallons capacity, or, if lower, the 
aggregate charges resulting from the application of the car- 
load rates and minimum provided for cans on the containers of 
20 gallons capacity or less, or the carload rates and minimum 
provided for drums of 20 gage or thinner on the containers 
of more than 20 gallons capacity, and of the less-than-carload 
rates for cans or drums on containers of the respective ca- 
pacities hereinbefore specified, in accordance with the provi- 
sions of Rule 10 of the classification. Reparation proposed. 


Fresh Strawberries 


No. 26859, Musante, Berman, Steinberg Co., Inc., vs. Rail- 
way Express Agency, Inc., et al., and a sub-number, Edward 
A. Daw vs. Same. By Examiner L, H. Dishman. Dismissal 
proposed. Charges collected, fresh strawberries, carloads, in 
express service, Bowling Green, Lakeland, and Plant City, Fla., 
to Philadelphia, Pa., and Bridgeport, Conn., proposed to be 
found not unreasonable. 


LOANS TO RAILROADS 


The first of the high-speed, streamlined trains financed by 
PWA railroad allotments to be put in service south of the Mason- 
Dixon Line, The Rebel, of the Gulf, Mobile and Northern Rail- 
road, was on exhibition at the Union Station in Washington, 
D. C., July 10. 

“With this train and a duplicate, both made by the American 
Car and Foundry Company, the railroad reports it will become 
the first railroad in the United States, operating as many as one 
million railroad passenger train miles per year to be completely 
motorized,” said the PWA, adding: 


The road’s motorization program was made possible through the 
allotment of $1,047,000 by the Public Works Administration to the 
railroad company for construction work. 

The two trains, which will be operated between Jackson, Tenn., 
and New Orleans, are the first to be constructed and designed by 
the builder as a complete unit. Likewise, they are the first of the 
new diesel powered streamlined trains to be made up of non-articu- 
lated cars—an important point since this allows cars to be readily 
omen or dropped, and a mishap to a car does not cripple an entire 

Although these trains have been designed to attain a speed of 
more than 100 miles per hour, the most important factor from their 
seerating standpoint is their flexibility. At a speed of 60 miles an 
aod The Rebel can be brought to a complete stop in less than four 
rain lengths without discomfort to passengers. 

The trains will be completely air-conditioned in the usual manner, 
and in Addition, each lower berth in the sleeping coach will have 
individual conditioning. Each train will have a combination sleeper- 
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observation car, a buffet coach, a “swing’’ coach, and a baggage, 
mail and engine car. ’ : 
Between Jackson, Miss., and New Orleans the train will carry 


all three cars, but between Jackson, Miss., and Jackson, Tenn., one 
of the coaches will te omitted. A tentative 12-hour schedule for 
the 488-mile run has been set up by the railroad officials. This in- 
cludes 39 stops in each direction. 


As of June 30, 1935, the Reconstruction Finance Corpora- 
tion had disbursed a grand total of $486,831,172 out of a grand 
total authorization of $494,375,728 for 73 loans to railroads and 
receivers of railroads, according to the monthly report of the 
corporation. Repayments totaled $72,486,709 and authorizations 
canceled or withdrawn totaled $6,914,556. 

In addition to the loans authorized of $494,375,728, said 
Chairman Jesse Jones, the corporation had approved in prin- 
ciple loans in the amount of $57,300,000, subject to the perform- 
ance of specified conditions. 

The report shows that the Chicago & North Western owes 
the RFC $46,588,133, and that the Chicago, Milwaukee, St. Paul 
& Pacific owes it $11,500,000. These roads have petitioned for 
reorganization under section 77 of the federal bankruptcy act. 

The Commission, by division 4, in Finance 9840, Galveston, 
Houston & Henderson Railroad Co. reconstruction loan, in a 
supplemental report, has approved an extension for a period 
not ending later than April 1, 1938, of time of payment of the 
loan to the carrier mentioned by the RFC. The loan amounts 
to $1,061,000 and matures July 14. Prior report in this case, 
189 I. C. C. 615. 

In Finance No. 9333, supplemental, the Alton Railroad Co. 
has asked the Commission to approve an extension for five 
years by the RFC of a loan to the applicant maturing July 28 
of $1,894,632.87. The loan was originally for $2,500,000 but it was 
reduced, June 19, by cash payment of $605,637.13. The appli- 
ant said that the Baltimore & Ohio would continue liability as 
guarantor if the extension were made. 

In Finance No. 9450, Illinois Central Railroad Co. recon- 
struction loan, and No. 10666, Illinois Central Railroad Co. re- 
construction loan, the Commission, division 4, on supplemental 
application, has approved an extension of time of payment for 
a period not to exceed three years of a loan to the Illinois Cen- 
tral by the RFC maturing July 22 in the amount of $3,783,000. 
Previous reports in these cases are 184 I. C. C. 779, 189 I. C. C. 
759, 199 I. C. C. 46, 199 I. C. C. 722, and 202 I. C. C. 580. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10867, (1) authorizing the Toledo 
& Ohio Central Ry. Co. (a) to issue not exceeding $12,500,000 of re- 
funding and improvement mortgage bonds, series A, to be delivered 
to the New York Central Railroad Company, $7,500,000 thereof to be 
used to pay or to reimbure the Toledo & Ohio Central Ry. Co. in 
respect of the payment of certain matured and maturing bonds and 
the remaining $5,000,000 to be used in discharge of its obligation to 
the New York Central Railroad Company to reimburse it for an 
equal amount of the cost of additions and betterments; and (b) to 
pledge under its proposed refunding and improvement mortgage its 
holdings of 89,530 shares of the capital stock of the Kanawha & 
Michigan Railway Company and of 25,000 shares of the capital stock 
of the Zanesville & Western Ry. Co.; and (2) authorizing the New 
York Central R. R. Co. to assume obligation and liability as guarantor 
under a proposed guaranty agreement to be dated June 1, 1935, in 
respect of the payment of the principal of and interest on the afore- 
said bonds and as lessee under a lease dated January 1, 1922; said 
bonds to be sold at not less than 97 and accrued interest and the 
proceeds used as stated herein, condition prescribed, approved. 

Report and certificate in F. D. No. 10826, authorizing the Erie 
R. R. Co. to operate in passenger train service, under trackage rights, 
over part of the railroad of the Lehigh Valley R. R. Co., including 
the joint use of the latter’s passenger station facilities and appur- 
tenances, in Buffalo, Erie county, N. Y., approved. 


FINANCE APPLICATIONS 


Finance No. 10884. The Ursina & North Fork Railway Co. asks 
authority to abandon its line in Somerset county, Pa., between the 
abandoned town of Humbert and Ursina, 4.5 miles. 

Finance No. 10885. L. W. Baldwin and Guy A. Thompson, trus- 
tees, Missouri Pacific Railroad Co. ask authority to abandon approxi- 
mately 12.27 miles of branch line track extending from Ozark Junc- 
tion, to Hartman Junction, Ark. 

Finance No. 10864, in the matter of application of the Wheeling 
& Lake Erie Railway Co. for authority to convert $8,130,000 of its 
refunding mortgage bonds, series B, into refunding mortgage bonds, 
series D, and to sell and/or exchange the series D bonds. Applicant 
asks for modification of report and order of June 21, 1935, so that 
coupon bonds, series D, shall be dated September 1, 1935, and shall 
bear interest from that date and that the registered bonds with- 
out coupons of series D shall respectively be dated the date when 
authenticated and delivered, if an interest payment day, otherwise 
por last preceding interest payment day, and shall bear interest from 

ate. 

Finance No. 10886, Sylvania Central Railway Co., Sylvania Rail- 
way Co., and Central of Georgia ask for authority to lease the prop- 
erty of the Sylvania Central to the Central of Georgia. The latter 
owns all the capital stock of the Sylvania Central except directors’ 
qualifying shares. The property to be leased is 14.71 miles in length 
extending from Rocky Ford to Sylvania, Ga. 

Finance No. 10888, Sylvania Railway Co. asks for authority ac- 
tually to issue $1,200 of its fully paid up capital stock, divided into 
shares of the par value of $100 each. The applicant asked authority 
recently to operate under a lease arrangement the railroad of the 
Sylvania Central Railway Co. extending from Sylvania, to Rocky Ford, 
Ga., a distance of 14.71 miles. 
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Finance No. 10889, Great. Northern asks authority to abandon a 
track, about 5 miles long, at Republic, Wash. The track is used only 
for switching cars between the industries located thereon and the 
applicant’s yard at Republic. It was built to serve mining properties. 

Finance No. 10890, Manistee & Repton Railroad Co., asks for 
authority to abandon two parts of its line. One part is of the main 
line extending from where the Monroeton branch intersects the main 
line about one mile south of Monroeville, Ala., to Frisco City, Ala., a 
distance of about 9 miles; and the entire Excel branch, extending 
from Allene to Excel, Ala., about 3 miles. The income from the op- 
eration, the applicant said, was so small that it was not possible for 
it to obtain and operate the parts marked for abandonment. 


PETITIONS FOR REHEARING, ETC. 


No. 25769, E. B. Guess vs. A. T. & S. F. et al. 
files supplemental motion for revised report. 

Ex Parte No. 104, practices of carriers, part II, terminal services, 
tenth supplemental report. Magnolia Petroleum Co. asks vacation 
of order requiring carriers to cease and desist on or before July 
15, from payment of allowances to petitioner for performance by 
said petitioner of car spotting service within its plant at Chaison, 
Tex., or that the effective date thereof be postponed for not less 
than ninety days, in order that petitioner may be afforded an oppor- 
tunity to prepare its formal petition for rehearing. 

No. 24482 et al., Danville Chamber of Commerce et al. vs. South- 
ern Railway et al. Southern Railway asks for rehearing, reargument 
— reconsideration and for postponement of effective date of 
order. 

No. 19169, California-Arizona Ginners’ and Crushers’ Association 
et al. vs. Apache Railway et al., and No. 17000, part °8, cottonseed, 
its products, and related articles. California-Arizona Ginners’ and 
Crushers’ Association, California Cotton Oil Co., San Diego Oil Prod- 
ucts Corporation, Arizona Cotton Oil Co., Independent Cotton and 
Oil Co., Mutual Cotton & Oil Co., Globe Cotton Oil mills and/or their 
legal successors in interest ask for reopening and reconsideration 
with respect to the rates on cottonseed oil from origin points in New 
Mexico, west Texas and Arizona to destinations in California, Oregon 
and Washington. 

No. 13535, consolidated southwestern cases. Southern Traffic 
League, North Carolina Traffic League, American Cotton Manufac- 
turers’ Association, North Carolina Cotton Manufacturers’ Associa- 
tion, Cotton Manufacturers’ Association of South Carolina, Cotton 
Manufacturers’ Association of Georgia, Southern Furniture Manu- 
facturers’ Association and the Atlanta Freight Bureau ask for re- 
opening of these proceedings and to vacate and set aside the report 
=~ “se panes and entered under date of November 22, 1934, 205 

No. 26312, Biggio, Inc., et al. vs. A. B. & C. et al. Atlanta, Birm- 
ingham & Coast Railroad Co. et al. asks for reopening and a decision 
in regard thereto by the entire Commission. 

No. 17000, part 2, rate structure investigation, western trunk line 
class rates and Ex Parte 87, Sub. No. 1, class rates within western 
trunk line territory. Respondents ask for an interpretation or amend- 
ment, etc., of the sixth supplemental report and order. 

Ex Parte No. 104, part 2, terminal services, Sheffield Steel Cor- 
poration terminal allowance. Sheffield Steel Corporation asks for 
rehearing, suspension of tariffs filed pursuant to fourth supplemental 
reports and order based thereon and for other relief. : 

No. 25695 et al., Carolina Shippers’ Association, Inc., et al. vs. A. 
Cc. L. et al. State Corporation Commission of Virginia, intervener, 
asks for reopening on the record, reargument before and reconsid- 
eration by the entire Commission. 

Ex Parte No. 104, part 2, terminal services. Standard Oil Co. 
of Louisiana asks for rehearing. 

No. 24304 and Sub. No. 1, Hildreth Granite Co. vs. B. & M. et al. 
Complainant moves that the Commission reconsider its order, dated 
May 7, 1935, denying complainant’s third petition for reconsideration 
and/or reargument on the question of reparation. 





Complainant 


COMMISSION ORDERS 


No. 16747, George W. Pyott Sand & Gravel Co. et al. vs. A. T. & 
S. F. et al., and a sub-number thereunder, American Sand & Gravel 
Co. vs. Belt Railway Co. of Chicago et al. Petition of complainants 
for reargument and reconsideration denied. 

No. 23818, State Corporation Commission of Virginia vs. Pennsyl- 
vania et al. Proceeding reopened for further hearing at such times 
and places as the Commission shall hereafter direct. Order of March 
26, as since amended, shall remain in full force and effect. 

No. 24614, Ben B. Schwartz, Inc., et al. vs. Pennsylvania et al. 
Proceeding reopened for further hearing limited to correction of the 
record so as to substitute for named parties complainant the parties 
entitled to reparation, and to prove damage. 

No. 24790, Alemite Corporation vs. B. & O. et al. Proceeding re- 
opened for further hearing to determine the amount of reparation. 

No. 24790, Alemite Corporation vs. B. & O. et al. Complainant’s 
petition for entry of a reparation order denied in view of division 3 
agreeing to reopen the case on its own motion for further hearing to 
determine the amount of reparation. 

No. 24881, Carolina Shippers’ Association, Inc., et al. vs. Norfolk 
Southern et al., No. 25441, Same vs. A. C. L. et al., and No. 25695, 
Same vs. Same. Proceedings reopened for further hearing at such 
times and places as the Commission may hereafter direct. Order of 
November 13, 1934, as modified by order of June 3, 1935, shall continue 
in full force and effect. 

No. 26285, Thomas Keery Co., Inc., et al. vs. N. Y. O. & W. et al. 
Effective date of order entered on February 25, 1935, as subsequently 
modified to become effective on August 13, 1935, is postponed until 
the further order of the Commission. 

Finance No. 9753, application Norfolk Southern Railroad Co. and 
its receivers for permission to abandon the Columbia & Oriental 
branches of said company. Application in this proceeding dismissed 
for want of prosecution. 

No. 19194, Procter & Gamble Company vs. A. & S. 

plainant’s second petition for reconsideration, denied. 

No. 19997, Alberta Coal Sales Co. et al. vs. Canadian National et 
al. Complainants’ petition for reopening for the purpose of taking 
of testimony, denied. 

No. 20039, National Mortar & Suppy Co. vs. Ann Arbor et al. 
Petition of complainant for reconsideration and reargument, denied. 

No. 22892, V. A. Stewart & Co. et al. vs. A. C. L. et al. and 
Sub. No. 2, A. E. Meyer & Co. et al. vs. Same. Petition of George 
Allison & Co., Inc., S. H. & E. B. Frost, and A. E. Meyer & Co., 
complainants in No. 22892, and A. E. Meyer & Co. and Phillips & 
Sons, complainants in No. 22892, Sup. No. 2, for reconsideration and 
clarification of the order of October 10, 1933, denied. 


et al. Com- 
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No. 24757, Limestone Products Corporation of America vs. L. & 
H. R. et al. Complainant’s petition suggesting to the Commission 
propriety of reopening on its own motion for reconsideration and 
argument or certain questions before the entire Commission, denied, 

No. 25548, J. Hamberger Co., Inc., et al. vs. A. C. L. et al. Peti- 
tion of complainants for reconsideration, reargument, and/or modi. 
fication so as to award reparation predicated on a basis of 33 pounds 
a package, as found in the original report, denied. 

No, 25550, American Fruit Growers, Inc., et al. vs. A. & R. et al, 
Complanants’ petition for rehearing and/or- reargument and/or re. 
consideration, denied. 

No. 25691, Hauser Packing Co. vs. L. A. & S. L. et al. Petition 
of defendants for reargument and reconsideration, denied. 

No. 25764, Hygrade Food Products Corporation et al. vs. A. & §. 
et al. Complainants’ petition for reconsideration, further hearing 
or oral argument, denied. 

No. 26067, Worley Fruit & Produce Co. et al. vs. L. & N, et al, 
Petition of complainants for rehearing, reconsideration and/or re- 
argument, denied. 


No. 26123, Sessions Foundry Co, vs. N. Y. N. H. & H. et al., and 
No. 26125, Glenwood Range Co. vs. Same. Defendants’ petition for 
reconsideration, denied. 

No. 26281, A. N. Christenson et al. vs. A. T. & S. F. et al. Com. 
—~ petition for reconsideration by the entire Commission, 
denied. 


No. 26437, Joseph Schonthal Co. vs. Pennsylvania et al., No. 26438 # 


Same vs. N. Y. C. et al., and No. 26440, Same vs. Pennsylvania et al, 
Petition of complainant for rehearing, denied. 

No. 26536, Central Fuel Corporation vs. Baltimore & Ohio Chi- 
cago Terminal Railroad Co. et al. Complainant’s petition and brief 
and argument in support thereof, for reconsideration and reargu- 
ment before the entire Commission, denied. é 

No. 26551, Maurice Kellerman vs. Pennsylvania. 
petition for reconsideration, denied. 

No. 26967, Pennsylvania Coal & Coke Corporation et al. vs. Penn- 
sylvania et al. New England Paper & Pulp Traffic Association per- 
mitted to intervene. . . 

Finance No. 10864, Wheeling & Lake Erie Railway Co. bonds. 
Report and order of the Commission, dated June 21, 1935, modified 
so as to change the description of the refunding-mortgage bonds, 
series D, to show that the coupon bonds will be dated September 1, 
1935, and will bear interest from September 1, 1935, and that the 
registered bonds without coupons will be dated the date when they 
are authenticated and delivered, if on an interest-payment date, other- 
wise on the last preceding interest-payment day, and will bear in- 
terest from date. , 

No. 26860, Albany Port District Commission vs. A. & W. et al. 
Chamber of Commerce of the state of New York permitted to inter- 
vene. 

Finance No. 8480, Kansas City Terminal Railway Co. construc- 
tion. Time within which the terminal company shall complete con- 
struction of line of railroad in Jackson county, Mo., further extended 
to September 30, 1935. 

No. 26970, Swift & Co. et al. vs. N. Y. C. et al. George A. Hormel 
& Co. permitted to intervene. 

Fourth section application No. 15709, petroleum products to North 
Plymouth, Mass., 208 I. C. C. 179. On petition of Central Railroad 
Co. of New Jersey and New York, New Haven & Hartford Railroad 
Co. proceeding reopened for further hearing and reconsideration at 
such time and place as the Commission may hereafter direct. 


SOUTHWESTERN CLASS RATES 


The Commission, in No. 13535, consolidated southwestern 
cases et al., by order, not report and order, has further amended 
the order of April 5, 1927, and has amended its order of No- 
vember 22, 1934, dated to be effective September 12, so that 
it will become effective on a day hereafter to be fixed by a 
further order. The order of April 5, 1927, as amended at vari- 
ous times since then is now amended, as follows: 


(a) So as to eliminate from said proceedings, and from the re- 
quirements of said order, flue dust, waste, having value for the re- 
covery of lead or zinc or both. 

(b) So as to permit provision to be made for application of pres- 
ent published rates on box material, plus 5 cents per 100 pounds on 
included burlap covers or tops, to the transportation of box material 
wood and/or wood and wire combined, knocked down, in mixed car- 
loads with burlap covers or tops in quantities not exceeding 5 per cent 
of the weight of the box material, the weight of the burlap tq_be in- 
cluded in computing the minimum weight of the box material, any 
deficit in weight below said minimum to be charged for at the rate 
applicable to the box material; said item, when published, to be 
subejct to suspension for good cause shown. 

(c) So as to permit publication of a rate of $3.15 per ton of 
2,240 pounds for application to the transportation of iron or steel 
billets, in carloads, minimum 67,200 pounds, between Kansas City, 
Mo., and Sand Springs, Okla., without providing for reduction in 
rates on said commodities to, from, or between other points; the 
— rate, when published, to be subject to suspension for good cause 
shown. 

(d) So as to permit publication of a rate of 16.5 cents per 100 
pounds for application to the transportation of scrap die cast metal 
in mixed carloads with zinc dross, minimum 50,000 pounds, from St. 
Louis, Mo., to Sand Springs, Okla., without providing for reduction 
in rates on said mixture to, from, or between other points; the said 
rate, when published, to be subject to suspension for good cause shown. 

(e) So as to eliminate from said proceedings, and from the re- 
quirements of the aforesaid order, refiners’ residual syrup, in carloads. 


Complainant's 


SUSPENDED TARIFFS 


In I. and S. No. 4116, the Commission has suspended from 
July 10 until January 10 schedules in Joint Supplement No. 1! 
to the Consolidated Freight Classification No. 9, A. H. Greenly’s 
I. Cc. C.-O. C. No. 53, E. H. Dulaney’s I. C. GC. No. 57, R. A. 
Sperry’s I. C. C. No. 22 and R. C. Fyfe’s I. C. C. No. 288, The 
suspended schedules propose to establish classification ratings 
on Oleates, Palmitates, Stearates or Lineolates, N. O. I. B. N. 
second class less-carloads and fourth class carloads, for.~applica@ 
tion in Official,,Southern and Western Classification territories, 
which would result in increased rates. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Papecsess and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Alabama.) Plea of general issue in 
action of trover imposed on plaintiff burden of showing its gen- 
eral or special title in property converted and possession or right 
to immediate possession thereof at time of conversion. (South- 
ern Ry. Co. vs. Woodstock Mills, 161 So. Rep. 519. 

Plea of general issue in action of trover imposed on plaintiff 
burden of showing that defendant wrongfully destroyed plain- 
tiff’s right and title to property converted, unlawfully interfered 
with his use and enjoyment of or dominion over it, or appro- 
priated it to use of defendant or another in disregard or defiance 
of owner’s rights.—Ibid. , 

Defendant in action of trover may show justification under, 
plea of general issue.—lIbid. 

Used electrical machinery, parts of which were loaded on 
railroad cars after dismantling necessary for shipment, held 
erroneously classified in bill of lading as “scrap iron and steel” 
for purpose of computing freight charges, so as to entitle car- 
rier to reclassify shipment as secondhand machinery and de- 
mand lawful rates on its arrival at destination.—Ibid. 

Shipper, obtaining interstate transportation of goods by 
common carrier at less than lawful rate on erroneous or in- 
correct classification thereof, is not entitled to their possession 
without payment or due tender of lawful rate, whether he knew 
that rate was less than schedule rate or not.—Ibid. 

Carrier’s lien on goods, transported for amount fixed by 
schedule rate and charges attaches when goods come into car- 
rier’s possession.—Ibid. 

Railway company did not waive its lien on goods, trans- 
ported at less tham lawful rate, for amount of schedule rate, 
by placing cars on loading tracks of corporate purchaser there- 
of at request of its vice president, who procured bills of lading, 
consigning goods to his brother, to conceal corporation’s owner- 
ship thereof, in absence of surrender of such bills, duly indorsed, 
to carrier, or disclosure of corporation’s ownership of goods 
to carrier’s agent.—lIbid. 


Where verdict for plaintiff must rest on speculation pure 
and simple, or mere choice of conjectures, refusal of affirmative 
eharge for defendant is not justified.—Ibid. 

Evidence that railroad agent, authorizing yardmaster to 
place freight cars on corporation’s siding for unloading, acted on 
erroneous assumption that consignee requested that cars be so 
placed and did not ascertain corporation’s connection with trans- 
action until he inspected cars after being so placed, whereupon 
he made demand on corporation for additional freight due, held 
to show that he did not intend to deliver shipments to cor- 
poration.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Appeals of Kentucky.) Carrier is not insurer of 
promptness, being required only to exercise ordinary diligence 
and transport shipment with reasonable dispatch. (Leo Lococo’s 
Sons vs, Louisville & N. R. Co., 82 S. W. Rep. (2d) 332.) 

Reasonable dispatch in transportation of shipment is de- 
termined by consideration of character of commodity; perish- 
able goods and live stock demanding greater expedition than 
nhonperishable and inanimate freight.—lIbid. 

Customary and usual time between points involved in ship- 
Ment constitutes evidence of reasonable promptness in making 
transportation.—Ibid. 

Only negligence will render carrier liable for unusual delay 
and its consequences unless there is valid contract for delivery 
Within specified time.—lIbid. 

Shipper presenting proof showing that his shipment was 
materially delayed beyond usual time, together with evidence 
of proximate loss, makes out prima facie case.—Ibid. 

When shipper makes out prima facie case by introducing 
proof that shipment was materially delayed beyond usual time 
and evidence of proximate loss therefrom, carrier must, to es- 
cape liability, explain delay by showing that it was not due to 
negligence.—Ibid. x 

Carrier is excused from consequences of unusual or unrea- 
Sonable delay in delivering consignment if it can justify tardi- 
hess by showing that it was caused solely by shipper or by 
unavoidable accident or was due to such occurrences as could 
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not have been anticipated in exercise of reasonable prudence. 
—Ibid. 

Shipper, proving that it had taken 57 hours to transport 
car of bananas, that 27 hours was customary and usual time 
under ordinary circumstances, and that delay prevented sale 
before fall in market price, made out prima facie case, requir- 
ing explanation or justification by carrier. 

Railroad carrier is not required to have facilities for re- 
pairing cars in which shipment is being transported all along 
its line or to keep its shops in operation during night for repair 
of cars, as regards question of diligence in delivering shipment. 
—Ibid. ° 

Evidence disclosing that front drawbar of car in which 
bananas were being transported broke, that car was attached 
to end of next train traveling in opposite direction and taken 
back to most convenient place to be repaired, reaching there 
at 5:30 p. m., which was after shops had closed, and that car 
was promptly repaired on special service order the next morn- 
ing, established reasonable diligence in repairing car.—Ibid. 

Results attributable to defective equipment do not excuse 
nonperformance of carrier’s duty to deliver shipment at des- 
tination within proper time.—Ibid. 

Carrier seeking to excuse 30-hour delay in delivering car 
of bananas by showing two breakdowns in equipment held re- 
quired to show, if possible, that defects were not known, and 
that by exercise of ordinary care in inspection of its equipment 
and prudent and proper railroad management such defects could 
not have been discovered and the delay incident thereto thereby 
avoided.—Ibid. 

Whether 30-hour delay in shipment of bananas because of 
two breakdowns in equipment was unreasonable and whether 
delay was due to carrier’s negligence held for jury.—Ibid. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Court of Appeals of Maryland.) Ownership of milk pur- 
chased by Farmers’ and Dairymen’s Cooperative Association 
from its members and customers held to be in producer while 
in transit to association’s plant with title not passing until final 
acceptance of milk by association; hence association, in operat- 
ing trucks to collect milk from producers under arrangement 
whereby operating charges were made on basis of gallonage 
or weight of milk purchased, was hauling milk as public car- 
rier for hire and required to obtain permit from Public Service 
Commission (Code Pub. Gen. Laws Supp. 1929, art. 56, secs. 
258, 259, as amended by Acts 1933, c. 282, sec. 1, and sec. 262A, 
as added by Acts 1933, c. 282, sec. 3). (West vs. Tidewater 
Express Lines, 179 Atl. Rep. 176.) 

On appeal from decree setting aside order of Public Service 
Commission holding that operator of trucks was not transport- 
ing milk as public carrier for hire and hence was not required 
to obtain a permit, where facts were undisputed and only ques- 
tion was whether order was unlawful application of, or failure 
to apply, statutory provisions, Court of Appeals could review 
order to determine whether it was unreasonable or unlawful 
(Code Pub. Gen. Laws 1924, art. 23, sec. 408; Code Pub. Gen. 
Laws Supp. 1929, art. 56, secs. 258, 259, as amended by Acts 
1933, c. 282, sec. 1, and sec. 262A, as added by Acts 1933, c. 282, 
sec. 3).—Ibid. 





(Supreme Court of Washington.) Party making “motion for 
judgment on the pleadings” admits not only truth of opponent’s 
allegations but also untruth of such of his own allegations as 
stand denied. (State vs. Skagit River Navigation and Trading 
Co., 45 Pac. Rep. (2d) 27). 

Where motion for judgment on the pleadings is made, court 
must consider whole record and give judgment for party who 
appears entitled thereto.—Ibid. 

In action by public works department to restrain carrier 
from violation of published tariffs, where carrier admitted vio- 
lations and alléged that whenever necessary corrective steps 
had been taken by it and denied all allegations not specifically 
admitted, plaintiff held not entitled to judgment on pleadings.— 
Ibid. 

Purpose of injunction is not to punish for past transactions, 
but to restrain present or future acts.—Ibid. 

Statute authorizing commission to procure injunction against 
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any public service company violating the law or order of com- 
mission manifests intent that injunction is to be obtained to 
restrain an existing or threatened specific violation and cannot 
be used as a correction for past abuses nor to enjoin a future 
general course of conduct (Rem. Rev. Stat., sec. 10442).—Ibid. 

Department of public works held not entitled to permanent 
injunction to restrain river carrier’s future departure from pub- 
lished tariff schedules where carrier disclaimed intentional past 
violations or intent to commit future violations (Rem. Rev. 
Stat., sec. 10442).—Ibid. 

On appeal from judgment granting motion for judgment on 
the pleadings, judgment is to be tested by technical construc- 
tion of the pleadings and no presumptions are to be indulged in 
its favor.—Ibid. 


(Court of Civil Appeals of Texas, Amarillo.) Suit by motor 
freight carrier against competitor to enjoin hauling of freight 
in violation of defendant’s contract to cease operations held not 
a suit to cancel a permit issued by the Railroad Commission, 
within statute requiring such a suit to be filed in district court 
of Travis County and requiring Railroad Commission to be made 
party thereto (Vernon’s Ann. Civ. St., art. 911b, sec. 20). 
(Amarillo Transfer & Storage Co. vs. De Shong, 82 S. W. Rep. 
(2d) 381.) 

Motor carrie1 receiving consideration from rival carrier for 
agreement to abandon its motortruck line was not required to 
tender consideration so received as condition precedent to re- 
covery of damages for rival carrier’s fraud in inducing agree- 
ment, but executon should be ordered on judgment for aggrieved 
carrier only for damages in excess of consideration received. 
(Vernon’s Ann. Civ. St., art. 911b.)—Ibid. 


FALSE CLAIMS LAW POINTS 


The Circuit Court of Appeals, for the second circuit, the 
Commission has been advised, has set aside the conviction of 
Albert J. Sroge, the one defendant in United States vs. Wish- 
natzki et al., found guilty of filing false claims on damaged 
tomatoes, thereby obtaining lower railroad charges, in violation 
of section 10 (3) of the interstate commerce act. (See Traffic 
World, June 16, 1934, p. 1133.) The setting aside was on the 
ground that the government had not proved that Sroge had 
knowledge that the claim in question was false. 

Though the conviction was set aside men in the Commis- 
sion’s Bureau of Inquiry who prepare the evidence used in 
prosecuting such cases, regard the opinion of the court as a 
decisive victory for the government. In a statement with regard 
to the case, Secretary McGinty said: 

In the case of United States vs. Wishnatzki et al., reported on 
pages 357 to 360, inclusive, of 77 F. (2d), the Circuit Court of Appeals 
for the Second Circuit held (1) That Section 10 (3) of the Interstate 
Commerce Act, 49 U. S. Code, Section 10 (3), making it an offense 
to obtain lower railroad rates by false claim for damages, applies to 
any person, corporation, or company who is consignee, and to any 
agent or officer of such consignee; and (2) that in a prosecution under 
a statute making it an offense to obtain lower railroad rates by false 
claim for damages, that the claim paid was no greater than amount 
consignees were entitled to receive upon correct application of the law 
of damages was immaterial, where payment of claim reduced rates 
paid below regularly established rates, 

Although the conviction of the defendant, Sroge, was set aside by 
the Appellate Court on the ground that the government had failed 
to prove that he had knowledge that the claim in question was false, 
the decision can be considered a decisive victory for the government. 
The case was more or less a test case. In deciding the above two 
important points, the Appellate Court left undisturbed the holding 
by the lower court (7 F. Supp. 313), that the amount of damage to 
goods carried by carload lots on interstate bill of lading should, in 
prosecution for filing false claims for damage, in view of settled prac- 
tice between consignees and carriers, be determined from weighted 
average of sales prices of sound goods in a particular car. 

Circuit Judge L. Hand, in dissenting, said: 

“T agree with the opinion of the court in all respects, except that 
I think that there was evidence of defendant’s guilt. Therefore in my 
judgment the conviction should be affirmed.” 


COMMODITIES CLAUSE DECISION 


The federal court at Chicago, which decided that the com- 
modities clause was not applicable to the Elgin, Joliet and East- 
ern as a subsidiary of the United States Steel Corporation, there- 
by held against a view as to the meaning of that part of the 
interstate commerce act now held by the Commission. The 
case was initiated at the suggestion of the Commission in 1930. 
Until that year the Commission had acted as if the commod- 
ities clause applied only in instances where the freight trans- 
ported was the product of the railroad. 

“This proceeding,” said the Commission in its forty-fifth 
annual report to Congress, dated December 1, 1931, “is based 
upon a petition for an injunction to restrain the carrier from 
transporting the products of an industry which controls the 
carrier, and is different from all other cases brought under the 
commodity clause, in that in former instances the carrier con- 
trolled the industry whose products it transported, whereas in 
this case the reverse situation is presented.” 
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In testimony before the Senate interstate commerce con. 
mittee on his bill S. 1632, regulating water carriers, Coordinator 
Eastman discussed the commodity clause situation and referred 
to the E. J. & E. case. He said it was not yet clear that the 
commodities clause, as it was now drawn, prevented an industry 
from controlling a railroad, although the Commission claimej 
that it did. In S. 1632, he said that he had endeavored to avoid 
any ainbiguity on that point. The committee, however, in re 
porting S. 1632, eliminated the commodities clause referred to, 


The government is expected to appeal from the decision of 
Judge Woodward. That an appeal will be taken has not, 
however, been decided by the Attorney General. The question 
as to whether the case shall be taken to the higher courts will 
not be taken up by the Department of Justice until after the 
decree of the lower court is entered, which may not be for two 
weeks or more, 


TRANSIT TIME LIMIT 


With a view to bringing about a gradual decrease in “abnor. 
mally long time limits covering various transit operations,” 
W. V. Hardie, director of the Bureau of Traffic, has written to the 
railroads about the matter in identical letters to E. B. Boyd, 
chairman, Western Traffic Executive Committee, Chicago, IIL; 
D. T. Lawrence, chairman, Eastern Traffic Executive Committee, 
New York, N. Y., and J. E. Tilford, chairman, Southern Freight 
Association, Atlanta, Ga. In his communication Mr. Hardie says: 


Recently the Commission denied an application for short notice 
on behalf of carriers in western trunk line territory, in which it was 
proposed to extend for an additional six months the transit time 
limit of expense bills covering forest products, subject to a maxi- 
mum or over-all time limit of not to exceed 4% years. After being 
amended so as to change the maximum time limit from 4% to 4 
years, and upon petitions from various affected interests, the appli- 
cation was reconsidered by the entire Commission on July 1 and was 

ranted. 

” In giving its approval to this application the Commission in- 
structed me to take up the subject of time limit extensions with the 
carriers of the country with a view to bringing about a gradual de- 
crease in abnormally long time limits covering various transit opera- 
tions, until they are again brought within reasonable limits. Without 
doubt the expiration of extensions that are now available will find 
many of the transit operators with a quantity of older tonnage on 
hand, and in all probability they will again seek relief. Assuming 
justification for further relief and the carriers’ willingness to grant 
it, the Commission is of the opinion that the carriers should as soon 
as can be done with justness come to a normal maximum time limit 
not in excess of three years, as that should be sufficient to meet the 
needs of any except the most extreme emergency. In this connection 
it should be borne in mind that the statutory period of limitation 
for the collection of charges is three years. To determine whether 
or not there is justification in fact for future extensions, the inspec- 
tion bureaus or other agencies should thoroughly inspect the transit 
records and make certain that transit operators are doing everything 
reasonably possible toward clearing their stocks of tonnage about to 
expire, especially very old tonnage. It is the thought that there should 
be a gradual stepping down of abnormally long maximum limits now 
in effect. Such limits may be changed by cutting down the length 
of extensions, perhaps six months or so at a time, until finally the 
time limits for all transit may revert back to normal. 

The Commission realizes the difficult situation in which many 
transit operators have been placed arising out of the depression, and 
desires to aid them in avoiding unnecessary loss. But shippers must 
have regard for the necessity of using reasonable efforts to avoid 
the accumulation of excessively old billing. We express no definite 
opinion as to the maximum limit that would be proper as to par- 
ticular commodities or under’ particular circumstances. Situations 
may differ materially and a period sufficient for one commodity or 
under one set of circumstances would be insufficient in other cases. 
Therefore both carriers and shippers should consider each individual 
situation carefully, and plan only such extensions as are reasonably 
necessary to meet the needs of commerce. 

Attention is also called to the necessity of antitcipating necessary 
extensions seasonably so that in most cases they may be published 
on statutory notice. Shippers should advise carriers of their needs 
in time to allow for consideration by them and publication on statu- 
tory notice. Carriers should in turn promptly consider all requests 
for extension, and wherever possible publish such extensions as may be 
decided on full statutory notice, without filing applications for short 
notice. It will be borne in mind that neither the granting of short 
notice nor the reception of a tariff on statutory notice, changing the 
effective transit period, operates as an approval of the legality of 
such extension or of the period specified. 

This letter is being addressed to you with the request that you 
will transmit these views and expressions to carriers and rate com- 
mittees in your respective territories. Please advise what steps are 
taken in the matter. 


EFFECTIVE DATE POSTPONED 


The Commission has postponed the effective date of its 
order of October 9, 1934, in No. 17000, part two, and Ex Parte 
87, Western Trunk Line class rates, from August 20 to October 
19 on not less than 20 days’ notice, to the extent that that order 
would require that the rates between the three Western Trunk 
Line Territory rate zones and Zone IV, on the one hand, and 
Official Territory east of Illinois and Lake Michigan, on the 
other, be governed by exceptions to the respective classifica- 
tions, published to meet motor truck competition, where it is 
so stated in the tariffs containing the exceptions or where the 
exceptions carry expiration dates. 
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RAIL ECONOMIES SUGGESTED 


The Traffic World Washington Bureau 


Potential economies of $56,093,498 on an anual basis, by 
reason Of coordination of services and unified terminal operation, 
are shown in the second report on economy possibilities of 
regional coordination projects submitted July 12 to Coordinator 
Eastman by V. V. Boatner, director of the Coordinator’s section 
of regional coordination. 

Coordinator Eastman sent the report to the regional coordi- 
nating committees. He told them there could be little doubt 
that there were large and important opportunities for economies 
in operation through terminal unifications, but he admits that 
communities must be shown that they have more to gain than 
to lose from anything that will improve the financial and com- 
petitive health of the railroads and enable them to build up 
their traffic before the economies can be achieved. The projects, 
he said, should not be inaugurated without consultation with 
the communities. : 

“The legal rights and welfare of the railroad employes must 
be considered and respected,” said he. “Conferences and nego- 
tiations with them will be necessary. Individual railroad man- 
agements must be shown that they will not be hurt by and will 
profit from the proposed changes. Many contracts and other 
legal arrangements must be worked out. The extent of these 
difficulties and obstacles, however, is certainly not a reason for 
failure to grapple aggressively with them.” 

Mr. Boatner said that, in all, 5,015 projects had been or 
were being studied, the great bulk of which related to termi- 
nal operations. Reports, said he, had been made on 4,913 0 
them, the remainder being still pending. 

The railroads, he said, had reported potential economies 
of $24,688,484. Reports received but not yet approved by the 
coordinating committees, he said, showed $6,916,655—a total of 
$31,605,139. The Coordinator’s regional staff, he said, had aug- 
mented the carrier’s estimates by $6,122,475. 

Director Boatner said he had increased the estimates still 
further by $8,365,734, for reasons shown in an appendix. 

He said he regarded $10,000,000 as a conservative estimate 
of the economies possible at Chicago, where, he added, a re- 
port was still pending. Those additions, he pointed out, brought 
the total up to $56,093,498. 

“Other surveys yet in progress,” said he, “some of them at 
comparatively large points, the results of which cannot now be 
estimated, will increase this total still further. With very minor 
exceptions, the above estimates are confined to operations 
within the terminal areas. They could be expanded materially, 
in many instances, if the flow of traffic into and out of the 
terminal area were controlled by various joint traffic arrange- 
ments.” 

The estimated saving at Chicago, made by the railroads, 
which Mr. Boatner thinks should be inflated to $10,000,000, is 
$7,500,000. Mr. Boatner says he regards that as ultra-conser- 
vative. 


TRANSPORT AND TAXES 
The Trafic World Washington Bureau 


Commenting on the effect of the Roosevelt social security 
bill, H. R. 7260, on the bus transportation industry, John M. 
Meighan, secretary-manager of the National Association of Motor 
Bus Operators, says the taxes imposed by that bill, added to 
the taxes already being paid by motor carriers, would bring 
the direct tax bill of the industry up to about 15 per cent of 
its gross revenues, “which is a record for any utility.” 


Opposition on behalf of the railroads of the country to the 
graduated income tax plan proposed by President Roosevelt in 
his so-called “share the wealth” pronouncement was expressed 
to the House ways and means committee by R. V. Fletcher, vice- 
President and general counsel of the Association of American 
Railroads, the opposition being to the plan’s application to the 
railroads. The idea of taxing the larger companies having larger 
net incomes, Mr. Fletcher said, was inconsistent with the govern- 
ment’s policy looking to the consolidation of railroads into a 
limited number of systems, expressed in the transportation act 
of 1920 and constantly adhered to since then. He said that the 
Proposal would put a penalty on companies that had in the past 
acted or might in the future act in accord with that policy of 
consolidation. To show that consolidation was the policy of the 
government Mr. Fletcher quoted from statements made by Presi- 
dent Roosevelt and his predecessors in office. 

Using the basis of the rates proposed in a proposed draft of 
the revenue bill President Roosevelt desires passed at this ses- 
Sion of Congress, the rates in which range from 10 to 17.5 per 
cent, Mr. Fletcher gave the committee tables applying the rate 
to Class I railroads that accrued federal income taxes in 1930 
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and 1934, showing the increase in taxation as compared with the 
present rate of 13.75 per cent. The 1930 table showed an increase 
of $12,741,844, or 24.5 per cent, while the 1934 table showed that 
the affected 47 Class I roads paying federal income taxes in that 
year would pay an increase of 23.8 per cent, or from $15,054,847 
to $18,634,760. The Chesapeake & Ohio was the only carrier 
in the list which would pay the 17.5 per cent rate proposed for 
net incomes above $20,000,000. It paid tax in 1934 on a net of 
$32,182,000, which amounted to $4,425,000, whereas the tax at the 
proposed increased rate would be $5,632,000. Nine railroads in 
the list, having the smallest net incomes, less than $10,000, would 
have their taxes reduced under the proposed tax bill. 

Arguing against the principle of the graduated tax plan as 
applied to corporations, Mr. Fletcher pointed out that under it a 
small stockholder of a large company, which would pay the 
higher rates, would be penalized in comparison with the in- 
vestor of the same amount in a small company. He submitted 
the following table showing estimated federal income tax at 
rates proposed June 25, 1935, for those Class I carriers paying 
federal income taxes in 1934: 


Estimated Federal Estimated 
income on income tax federal tax at 
which tax accrued proposed rates 
Road was paid* 1934 Rate Tax 
Chesapeake & Ohio ............ $32,182,000 $4,425,000 17% $5,632,000 
Wertem G WeSteER oc. ccccccccs 19,818,000 2,725,000 17 3,369,000 
i, ee eee 19,392,000 2,666,352 17 3,297,000 
ere ee ae 7,035,000 967,315 17 1,196,000 
we, ee eee 6,565,000 902,681 17 1,116,000 
Delaware, Lackawanna & West- 

GK calasekecesnnadendes 3 6548 a 3,019,000 415,142 17 513,000 
Pittsburgh & Lake Erie ........ 2,729,000 375,241 17 464,000 
MINI, in he ise ota i 2,421,000 332,898 17 412,000 
Duluth, Missabe & Northern ... 1,433,000 196,980 17 244,000 
Detroit, Toledo & Ironton ...... 1,391,000 191,258 17 236,000 
New York, New Haven & Hart- 

swe nad nen wasageestecewces 1,309,000 180,000 17 223,000 
Wheeling & Lake Erie ......... 1,184,000 162,774 17 201,000 
Cincinnati, New Orleans & 

eo eee 996,000 137,000 16 159,000 
Bangor & Aroostook ........... 996,000 136,943 16 159,000 
DE ..« cnpihé eka uowedin <6 os 882,000 121,340 16 141,000 
Detroit & Toledo Shore Line ... 868,000 119,412 16 139,000 
Atchison, Topeka & Santa Fe .. 865,000 119,000 16 138,000 
Pennsylvania-Reading Seashore 

PE: dincncdabGbese ose ane eese-s 782,000 107,490 16 125,000 
Camibria: @ TRGIRMR 6.2. ccccccecs 625,000 85,946 16 100,000 
Opemon BROTt TANG 2.6cccccvccecs 611,000 84,000 16 98,000 
PORRTINOEO Be GUID cos ccccvcccoes 563,000 77,373 16 90,000 
Bessemer & Lake Erie ......... 447,000 61,500 16 72,000 
New York, Ontario & Western . 415,000 57,000 16 66,000 
TOMS. Be TUGUS 6.06 sewcsviseeses 400,000 55,000 16 64,000 
Lake Superior & Ishpeming .... 319,000 43,815 16 51,000 
TOORCO GE TREN 65.0 coc ccecccves 263,000 36,225 15 39,000 
I, igh kin 00 0.0 4:050.4.6:6-0:5:0 257,000 35,385 15 39,000 
Louisiana & Arkansas ......... 240,000 33,000 15 36,000 
Toledo, Peoria & Western ...... 221,000 30,346 15 33,000 
St. Joseph & Grand Island ..... 202,000 27,814 15 30,000 
CI aha inc ad. dawned wean 200,000 27,545 15 30,000 
Kansas, Oklahoma & Gulf ...... 160,000 22,000 15 24,000 
Chicago & Illinois Midland .... 139,000 19,092 15 21,000 
Lehigh & Hudson River ....... 120,000 16,447 15 18,000 
Erie (Incl. Chgo. & Erie) ....... 96,000 13,210 14 13,400 
Lehigh & New England ........ 77,000 10,613 14 10,800 
Columbus & Greenville ........ 65,000 8,962 14 9,100 
NevaGe Northern ...ccccccccvces 44,000 6,100 14 6,200 
Tennessee Central ..2..ccccccree 37,000 5,096 13 4,800 
Charleston & Western Carolina. 33,000 4,505 13 4,300 
St. Louis-Southwestern Lines .. 29,000 4,025 13 3,800 
Richmond, Fredericksburg & Po- 

DT 66t<ieatnead ven sassarnas 28,000 3,900 13 3,600 
Elgin, Joliet & Eastern ........ 15,000 2,060 13 2,000 
New York Connecting .......... 7,000 950 12 840 
PEISBOUTISTIMMOIS oc ccccccccccsoce 6,000 870 12 720 
PA CHE 6:sc600e eds eeuessos 1,000 126 63610 100 
MEE keene ede cewktesewedense sou 1,000 116 610 100 

CC ee ee ee err $15,054,847 


Per Comk Geers OVOP Ge OF BOGE 6cciccccnesiccaseccseswesss 


*Estimated by assuming federal tax accruals to have been 13% 
per cent of income. 


TRANSPORT LEGISLATION 


The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce 
met July 10 instead of July 9, as planned, and took action with 
respect to transportation legislation. 

It received the Huddleston subcommittee’s motor carrier 
regulation bill and planned to consider it the following day with 
the bill passed by the Senate. The Huddleston bill, as reported 
to the committee, was as outlined in The Traffic World of June 
29, p. 1265. 

By a vote of eleven to eight the committee July 12 re- 
jected the Huddleston bill reported by the subcommittee and 
decided to take up the Eastman highway regulation bill as 
passed recently by the Senate. The committee planned to begin 


consideration of the Senate bill in executive session Monday. 
The bill will be considered for amendments. 

The committee ordered a favorable report on the bill amend- 
ing paragraph 1 of section 3 of the interstate commerce act to 
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enable ports, gateways or transit points to complain to the 
Commission with respect to rates on traffic moving through such 
points. 

The Pettengill fourth section subcommittee reported its bill 
repealing the fourth section with an amendment relating to the 
burden of proof being on the carriers with respect to certain 
rates and the whole committee planned to take up that bill after 
it had considered the motor carrier bills. 

The committee authorized Chairman Rayburn to appoint a 
subcommittee on organized railroad labor’s bills, hearings on 
which have been in progress before a subcommittee of the 
Senate interstate commerce committee. At the same time it 
ordered a favorable report on House joint resolution 314 providing 
for a study to be made of proposed railroad pension legislation. 
It also approved the resolution providing for winding up of the 
affairs of the Railroad Retirement Board passed recently by the 
Senate. 

Another measure approved was H. R. 5844, a bill to encour- 
age travel to and within the United States by creating a tourist 
travel division in the Department of Commerce. 


RAIL PENSION LEGISLATION 


The Trafic World Washington Bureau 


With spokesmen for organized railroad labor looking forward 
to passage at this session of Congress of the Wagner-Crosser 
bills providing for pensions for railroad employes in a way that 
labor asserts will be constitutional, the Senate interstate com- 
mere subcommittee handling the Wagner pension bill began 
hearings July 11 (see Traffic World, June 29, p. 1261). 

Proponents of legislation providing for pensions for rail- 
road employes indicated at the hearing held July 11 by Sen- 
ator Brown, of New Hampshire, chairman of the subcommit- 
tee, that they believed that the Supreme Court of the United 
States would uphold the proposals embodied in the retire- 
ment bill and its companion measure, S. 3150, imposing taxes 
on the railroads and their employes to provide the money 
to pay the pensions. On the other hand, spokesmen for the 
railroads, who were scheduled to appear later on the retire- 
ment bill, appeared to be confident that the proposed acts 
would, if passed by Congress and approved by the President, 
be held unconstitutional. 


It developed at the hearing that the Railway Labor Ex- 
ecutives’ Association, the body representing organized railroad 
labor, and the Railroad Employes’ National Pension Associa- 
tion, did not see eye to eye with respect to the way to attain 
the objective of pensions for the employes. W. W. Royster, 
president, and Herman L. Ekern, counsel, for the pension as- 
sociation, discussed the matter. The latter indicated it was 
his view that it might be just as well to put the two bills— 
the retirement bill and the tax bill—into one measure. Hav- 
ing two bills or rather two acts, he intimated, would not 
necessarily help matters if they were taken to the Supreme 
Court. He believed the legislation could be made constitutional 
by a declaration tying the pensions to safety and efficiency of 
operation and as being in the public interest. 

Mr. Ekern also suggested that provision be made for what 
might be termed “joint annuities,” so that widows of railroad 
employe pensioners would receive a pension as long as they 
lived. This would not cost any more money, he explained, as 
it would simply involve an adjustment of the payments to the 
pensioner, so that there would be money to pay the widow 
later, if necessary; in other words, the pensioner would not 
get as much of a pension in his lifetime if he chose a joint 
annuity arrangement. 

As to meeting the cost of the pension system proposed, 
Mr. Ekern said, in effect, there was no need to shed tears 
for the railroad bondholders and stockholders—that the cost 
of the pensions would be met, so far as the railroads were con- 
cerned, from revenues for hauling passengers and freight—in 
other words, that the cost would be borne by the shipping 
public. 

Mr. Ekern also objected to the railroad labor organization 
bill because, in an attempt to meet objections to the railroad 
retirement act stated by the Supreme Court in declaring it 
invalid, it excluded the service of men not employed at the 
time of passage of the act, but who had been employed there- 
tofore and who after the passage of the act became employes 
again. Under the pending retirement bill employes in service 
at the time the act became effective would be eligible for 
pensions. Mr. Ekern argued that it would be in the interest 


of the railroads to include the class of employes referred to 
because when increased volume of business again made nec- 
essary increased employment, there would be an incentive for 
former railroad employes to return to such work if their prior 
periods of service would be taken into account in computing 
pension allowances. 
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When R. V. Fletcher, vice-president and general counse| 
of the Association of American Railroads, raised question as 
to the position of proponents with respect to the social ge. 
curity bill and the pension bill being applicable to the railroads, 
Mr. Royster said the security bill provided “nothing but a 
pauper’s pension,” and he did not want to see railroad men de. 
graded by having them have to qualify as paupers to benefit 
under the pension system under the security bill. Later Mr, 
Ekern explained that Mr. Royster, in making his statement, had 
in mind the provisions of the security bill providing pensions 
for elderly indigent persons. , 


The proponents indicated, however, they had no idea of 
the railroads coming under both acts—the security act and a 
pension act—that if a pension act were passed, they thought 
the railroads should be exempted from the security act. 


In opening the case for the retirement bill, Timothy Shea, 
chairman of the legislative committee of the Railway Labor 
Executives’ Association, said the sponsors preferred to present 
the question involved as “a social question.” 


“In these days when so much is heard of so-called indi. 
vidualism,” said he, “we believe that man is beginning to learn 
that he is his brother’s keeper, that we are called upon to bear 
one another’s burden, and that the good of the whole is of 
greater importance than the profit of an individual.” 


Edwin A. Krauthoff, counsel for the labor executives, out: 
lined the retirement and tax measures (see Traffic World, June 
29, p 1261). In explaining the light in which the organized 
railroad labor leaders viewed the proposed legislation, Mr. 
Krauthoff contended that the decision of the Supreme Court 
of May 6, holding the railroad retirement act invalid, “does 
not in the slightest degree affect either of the bills now being 
considered.” He pointed out that the invalid act was based 
on the commerce clause, while the two bills before the sub- 
committee were based on the right of Congress to appropriate 
money (the pension bill) and its power to levy taxes (the tax 
bill). He elaborated on these contentions. The opposition wil 
contend that the attempt to do by other means what the Su- 
preme Court said could not be done in the pension decision— 
impose on the railroads a compulsory pensien system—cannot 
be successful under the Constitution. 


Chairman Brown adjourned the hearing until July 15. 


REORGANIZATION OF RAILROADS 


The Trafic World Washington Bureau 


The investigation of railroads and banking houses which 
the Senate committee on interstate commerce is to begin soon 
should not, in the opinion of Chairman Jones of the RFC, delay 
the reorganization of railroads that has been initiated. He so 
expressed himself at the press conference July 8. There was 
some fear that the inquiry by Senator Wheeler’s committee 
would have that effect. 

Errors and sins of omission and of commission, Mr. Jones 
pointed out, were known so far as railroads now in course of 
reorganization were concerned. It was his idea that the plans 
of reorganization could and would avoid those errors and sins 
as definitely as they could be taken care of by legislation. The 
worst of the errors and sins, he added, were known. If they 
were avoided and guarded against for the future, he said, he 
could not see how a statute could make the safeguarding any 
greater than the reorganization plan itself. 

In every plan of reorganization in which the RFC partici- 
pated, either as creditor or provider of new money, Chairman 
Jones said, it would be provided that the expenses of reorgani- 
zation be reasonable, both as to fees of lawyers and banking 
institutions. 

Continuance of managements that were in control of rail- 
roads when they had to make plans for reorganization, Mr. 
Jones said, was not objectionable to him. The plan of reor- 
ganization, he said, could and should make provision against 
prior evils and errors. Speaking specifically about the plan 
for reorganization of the Missouri Pacific, Mr. Jones said that 
provision should be made on its board for representation of 
every interest. Income bondholders, he said, should be repre- 
sented on the board of every road the reorganization plan for 
which provided for income bonds. Such representation, he 
added, would enable such bondholders to have their say when 
and if the management discussed the question whether, with 
money on hand, the management should devote the money to 
taking care of the income bonds or using the funds for the 
improvement of the property. 

The question came up as to the effect of state laws on the 
Mr. Jones said he 
understood that the proposed mortgage of $178,000,000 on the 
Missouri Pacific property would cover Missouri Pacific prop- 
erties in Texas, although the Texas statute requires a railroad 
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coming into the state to be organized under the laws of Texas. 

As to the part the RFC would take in the Wheeler commit- 
tee investigation of railroads and banking houses, Chairman 
Jones said that the RFC would hold itself in readiness to submit 
such facts as it had in its possession and to express opinions 
on them, should the committee ask for opinion testimony. 

In connection with a question as to plans with respect to 
the Western Pacific, Mr. Jones said he could not see why that 
road and others did not file their petitions. It was his idea, he 
said, that waiting for agreement of all interests would drag out 
reorganizations to an almost interminable length. The filing of 
petitions, he said, would tend toward bringing conflicting in- 
terests into accord. 

The Chicago & North Western Railway Co. in Finance No. 
10881 has filed with the Commission a copy of the petition it 
has filed in the federal court for the northern district of Illinois, 
eastern division, for reorganization of its affairs under section 
17 of the bankruptcy law. The Commission at the request of 
the carrier in Finance No. 10770 has dismissed its application for 
a loan of $1,500,000 from the RFC. 

In that petition the Chicago & North Western said that for 
some time past it had been negotiating with many of its large 
creditors representing nearly one-half of its entire indebtedness, 
for a readjustment of its fixed interest charges; that negotiations 
had progressed to a stage where it seemed reasonably probable 
that an agreement would be reached, and that in the event such 
agreement was reached it would submit the plan promptly 
to the court. 

The carrier listed its obligations, either past due or falling 
due in the remainder of the year, totaling $29,464,891.50. 

In Finance No. 10882, the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co. has filed with the Commission a copy of the 
petition it filed in the federal court for the northern district of 
Illinois, eastern division, expressing its desire to reorganize 
itself under the provisions of section 77 of the bankruptcy act. 

The applicant said that it had outstanding obligations total- 
ing $481,521,686, as of June 30, 1935, exclusive of accumulated 
interest on its five per cent convertible adjustment mortgage 
bonds. It listed other obligations either past due or soon to be 
due totaling $11,308,116.81. 

The St. Paul said that a plan of reorganization had been 
prepared at conferences with the representatives of more than 
20 of the largest holders of its various bonds and that it believed 
that aggregate holdings of those twenty holders were in excess of 
$100,000,000. It attached the plan of reorganization to the petition 
it filed with the Commission. 


RAILROAD LABOR BILLS 


The Lonergan subcommittee of the Senate interstate com- 
merce committee that has been holding hearings on bills in- 
troduced on behalf of organized railroad labor relating to “full 
crews,” limitations on lengths of trains, inspection of tracks 
and bridges, hours of service, signal inspection, and train dis- 
patching, concluded its sessions for the time being July 10. 
The subcommittee also has before it S. 1518, the six-hour-day 
bill, but hearings have not been arranged for it. The bills on 
which hearings have been held have been put forward by 
organized railroad labor as necessary in the interest of safety 
and improving the working conditions of railroad employes. 
The railroads, the National Industrial Traffic League, and other 
organizations contended enactment of the bills would greatly 
increase the expenses of railroad operation. The railroads con- 
tended enactment of the measures was not necessary in the 
interest of safety nor in the interest of the employes, as con- 
tended by the proponents. 





RAIL EMPLOYMENT IN JUNE 


In the middle of June the Class I steam railway companies, 
excluding switching and terminal companies, had 1,014,848 em- 
Ployes, an increase of 1.79 per cent over the preceding month, 
according to a compilation made by the Commission’s Bureau 
of Statistics. The employment, however, was 3.75 per cent 
less than in June, 1934. 

There were fewer employes of all classes in June, 1935, 
than in the corresponding month of the preceding year. Execu- 
tives, officials, and staff assistants numbered 11,934, a decrease 
of 1 per cent in comparison with June, 1934; professional, 
clerical, and general numbered 163,332, a decrease of 1.86 per 
cent; maintenance of way and structures employes numbered 
229,414, a decrease of 3.11 per cent from the mark of June, 1934; 
maintenance of equipment and stores employes numbered 270,690, 
6.32 per cent fewer than in June, 1934; transportation (other than 
train, engine and yard) employes numbered 122,994, a decrease 
of 2.51 per cent; transportation (yardmasters, switch tenders 
and hostlers) numbered 12,279, a decrease of 2.32 per cent; and 
transportation (train and engine service), 204,205, a decrease 
of 3.43 per cent of June, 1934. 


The Traffic World 





PAGE 55 





INVESTIGATION OF RAILROADS 


Eighteen railroads and a number of banking houses in New 
York, two of the latter designated as the leading ones, have been 
named by Coordinator Eastman in a letter to Senator Wheeler 
as objects of the attention of the Senate committee on interstate 
commerce under S. Res. 71, which was adopted at the instigation 
of the senator who is chairman of the committee, That resolu- 
tion provides for a “thorough and complete investigation of the 
financing, reorganization, mergers, acquisitions and dispositions, 
insolvency, credit and securities operations and activities, finan- 
cial policies, intercorporate relationships in respect to interstate 
railroads, railroad holding companies, railroad affiliates, and 
subsidiaries, any corporation or person which is or has been 
affiliated with any of the foregoing, banking, legal, engineering, 
accounting, and other professional corporations, persons, or 
groups occupying a fiduciary or contractual position or relation 
with any of the foregoing, and any member of the family of any 
such person, and any officer, agent, or director of any such cor- 
poration or group.” The resolution provided that the Coordinator 
should select the railroads to be investigated. 

The banking houses designated as the chief ones in the 
inquiry are J. P. Morgan & Co., and Kuhn, Loeb & Co., and 
their affiliated financial institutions. 

In comment under each group of railroads designated for con- 
sideration in the inquiry Mr. Eastman indicated why the selec- 
tions had been made. 

The railroads selected for investigation by the committee are 
the St. Louis-San Francisco, Chicago, Rock Island & Pacific, Mis- 
souri Pacific, Chicago & North Western, Chicago, Milwaukee, St. 
Paul & Pacific, and Kansas City Southern in the western dis- 
trict; Chesapeake & Ohio, Erie, New York, Chicago & St. Louis, 
Pere Marquette, Chicago & Eastern Illinois, the Pennsylvania, 
the Wabash, and Delaware & Hudson in the eastern district; 
the Southern, Illinois Central, Central of Georgia, and Florida 
East Coast in the southern district. Other roads may be named 


later. 
The Coordinator’s letter to Senator Wheeler follows: 


S. Res. 71 authorizes and directs your committee to make a 
“thorough and complete investigation of the financing, reorganiza- 
tions, mergers, acquisitions and dispositions, insolvency, credit and 
securities operations and activities, financial policies, intercorporate 
relationships in respect of interstate railroads, railroad holding com- 
panies, railroad affiliates, and subsidiaries—any corporation or per- 
son which is or has been affiliated with any of the foregoing, bank- 
ing, legal, engineering, accounting, and other professional corpora- 
tions, persons, or groups occupying a fiduciary or contractual posi- 
tion or relation with any of the foregoing, and any member of the 
family of any such person, and any officer, agent, or director of any 
such corporation or group.” 

It is provided that the ‘“‘member of the Interstate Commerce Com- 
mission, heretofore designated by the President as Federal Coordi- 
mator of Transportation under the emergency railroad transporta- 
tion act, 1933’’ shall ‘‘select the railroads to be included in the in- 
vestigation.”” Being that member of the Commission, the duty of se- 
lection devolves upon me. 


In the performance of this unsought task, I have been guided by 
definite considerations, Which may be stated as follows: 

. It is manifestly impossible for your Committee to make a 
“thorough and complete investigation’’ of the character described in 
the Resolution of all the ‘interstate railroads, railroad holding com- 
panies, railroad affiliates, and subsidiaries.’’ 


2. The ground to be covered ought to be fairly typical of the rail- 
road situation as a whole. The object of the investigation, I take it, 
is not merely to exploit certain possibly malodorous or questionable 
transactions, but to appraise general railroad conditions with especial 
reference to the conduct of financial matters and the part which finan- 
cial influence plays in railroad management, purposes, and policies, 
all with a view to correcting any conditions, either by legislation or 
otherwise, which may be found to be in need of correction. In other 
words, the investigation will have the wholesome object of bringing 
representative conditions to light and showing those who use or in- 
vest in the railroads either that these conditions need cause no ap- 
prehensions on their part or that there are various steps which can 
and should be taken to remove reasonable ground for apprehensions. 

. At the public hearings before your committee prior to the 
adoption of the resolution, the affairs of certain railroads were dis- 
cussed and various alleged transactions in connection therewith were 
criticized sharply. These preliminary hearings were not in the na- 
ture of an investigation, and it was impracticable at the time to try 
out the issues which had thus been raised. As a matter of fairness, 
therefore, the railroads whose affairs were so discussed ought to be 
included within the scope of the investigation which is now to be 
had, in order that these issues may be followed to a conclusion. 

4. If fairly typical conditions are to be considered, it is desirable 
that the railroads to be selected should not all be located in one part 
of the country but should be representative of the three sections, 
oan, west, and south, which are commonly recognized in railroad 
affairs. 


5. Inasmuch as the financial affairs of the railroads and their 
relations with financial interests are apparently, from the terms of 
the resolution and the discussions which preceded its adoption, to 
play an important part in the investigation, it is desirable, if fairly 
typical conditions are to be considered, that the railroads selected 
should be representative of the financial interests which have been 
most closely associated with the railroads. The two leading interests 
to be considered in this connection are J. P. Morgan & Co., and Kuhn, 
Loeb & Co, and affiliated financial institutions. There are others, 
such as Speyer & Co., J. & W. Seligman & Co., Hayden, Stone & Co., 
and Dillon, Read & Co., which have played lesser parts. 

6. While it seems desirable, in view of the emphasis in the reso- 
lution upon financial matters, including reorganizations, that rail- 
roads which are in receivership or bankruptcy or in imminent danger 
thereof should have an important place in the investigation, it should 












PAGE 56 





by no means be confined to such railroads, if it is to be fairly typical 
of general conditions. 

7. Similar reasoning leads to the conclusion that while larger 
roads should mainly be selected, some smaller roads should also be 
included in the list. 

In making the selection which the resolution requires me to 
make, the above are the considerations by which I have been guided. 
It will be evident, therefore, that the fact that any particular railroad 
has been included in the list is not to be taken, and cannot be taken, 
as evidence that it is an undesirable citizen in the railroad world, or 
even that I believe it so to be. The same thing may be said of the 
financial interests which have been associated with these railroads in 
the past. My duty, as I see it, is not to pass judgment, or even to 
suggest the course of the investigation, but merely to select subjects 
for’ inquiry, and the reasons for selection are those given above and 
none other. 

If it should prove that I have staked out more ground than can 
well be covered, your committee will, of course, be guided by practical 
necessities in its inquiry. I should make it clear, however, that as 1 
interpret my duty under the resolution, I am not precluded by the 
action in accordance therewith which I am now taking from further 
action at a later time, if it should seem desirable and appropriate. 
As the investigation goes on, need may be shown, in order to pursue 
certain lines of inquiry to a conclusion, for selecting other roads in 
uddition to those now selected. I reserve the opportunity for such 
selection, if such need develops. 

The railroads now selected are the following: 


Western Region 


St. Louis-San Francisco Railway Company (J. N. Kurn and John 
G. Lonsdale, Trustees), including all railroads owned, operated, leased, 
or controlled by that company, directly or indirectly, or under the 
same trustees. 

The Chicago, Rock Island and Pacific Railway Company (Frank 
O. Lowden, James E. Gorman, Joseph B. Fleming, Trustees), includ- 
ing all railroads owned, operated, leased, or controlled by that com- 
pany, directly or indirectly, or under the same trustees. 

Missouri Pacific Railroad Company (L. W. Baldwin and Guy A. 
Thompson, Trustees), including all railroads owned, operated, leased, 
or controlled by that company, directly or indirectly, or under the 
same trustees. 

Chicago and North Western Railway Company, including all rail- 
tng oa —_e operated, leased, or controlled by that company, directly 
or indirectly. 

Chicago, Milwaukee, St. Paul and Pacific Railroad Company, in- 
cluding all railroads owned, operated, leased, or controlled by that 
company, directly or indirectly. 

The Kansas City Southern Railway Company, including all rail- 
roads owned, operated, leased, or controlled by that company, directly 
or indirectly. 

Comment. The affairs of the Frisco, the Rock Island, and the 
Missouri Pacific were all discussed at the hearings preliminary to the 
adoption of the resolution. All three are in bankruptcy. J. P. Mor- 
gan & Co. has been associated with the financial affairs of the Mis- 
souri Pacific, and various other financial concerns with the financial 
affairs of the Frisco and the Rock Island. Financial reorganizations 
of the Milwaukee and the North Western are said to be under con- 
sideration. Kuhn, Loeb & Co. has been associated with the financial 
affairs of both of these railroads, and with those of the Kansas City 
Southern. The latter is a comparatively small railroad. 


Eastern Region 


The Chesapeake and Ohio Railway Company, including all railroads 
owned, operated, leased, or controlled by that company, directly or 
indirectly. 

Erie Railroad Company, including all railroads owned, operated, 
leased, or controlled by that company, directly or indirectly. 

The New York, Chicago and St. Louis Railroad Company, includ- 
ing all railroads owned, operated, leased, or controlled by that com- 
pany, directly or indirectly. 

Pere Marquette Railway Company, including all railroads owned, 
— leased, or controlled by that company, directly or indi- 
rectly. 

Chicago and Eastern Illinois Railway Company (Charles M. Thom- 
son, Trustee), including all railroads owned, operated, leased, or con- 
trolled by that company, directly or indirectly, or under the same 
trustee. 

The Pennsylvania Railroad Company, including all railroads 
owned, operated, leased, or controlled by that company, directly or 
indirectly. 

Wabash Railway Company (Norman B. Pitcairn and Frank C. 
Nicodemus, Jr., Receivers), including all railroads owned, operated, 
leased, or controlled by that company, directly or indirectly, or under 
the same receivers. 

The Delaware and Hudson Railroad Corporation, including all rail- 
roads owned, operated, leased, or controlled by that company, directly 
or indirectly. 

Comment, The Chesapeake and Ohio, the Erie, the Nickel Plate, 
tht Pere Marquette, and the Chicago and Eastern Illinois all belong 
to the Van Sweringen group of railroads, along with the Missouri Pa- 
cific System, and J. P. Morgan & Co. and affiliated financial institu- 
tions have been associated with their financial affairs. This group of 
railroads was discussed at the hearings prior to the adoption of the 
resolution. Kuhn, Loeb & Co. has been associated with the financial 
affairs of the Pennsylvania, which, in view of the size of the Van 
Sweringen group, is appropriate of selection in this region as repre- 
sentative of rival financial interests. The Wabash is named by rea- 
son of the large stock interest of the Pennsylvania, coupled with the 
fact that the Wabash is in receivership and might not technically 
be regarded as now under Pennsylvania control. The Delaware & 
Hudson is a comparatively small railroad, with whose financial affairs 
Kuhn, Loeb & Co. has been associated, and which has certain links 
with the Kansas City Southern in western territory. 


Southern ReGion 


Southern Railway Company, including all railroads owned, op- 
erated, leased, or controlled by that company, directly or indirectly. 

Illinois Central Railroad Company, including all railroads owned, 
leased, operated, or controlled by that company, directly or indirectly. 

Central of Georgia Railway Company (H. D. Pollard, Receiver), in- 
cluding all railroads owned, leased, operated, or controlled by that 
company, directly or indirectly, or under the same receiver. 

Florida East Coast Railway Company (W. R. Kenan, Jr., and S. 
M. Loftin, Receivers), including all railroads owned, leased, oper- 
ated, or controlled by that company, directly or indirectly, or under 
the same receivers, 
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Comment. J. P. Morgan & Co. has been associated with the 
financial affairs of the Southern; Kuhn, Loeb & Co., with those oj 
the Illinois Central. The Central of Georgia is named by reason of 
the majority stock interest of the Illinois Central, coupled with the 
fact that the Central of Georgia is now in receivership. The Florida 
Kast Coast is a comparatively small railroad, now in receivership, 


EASTMAN AND FUTURE WORK 


The Trafic World Washington Bureay 


The question as to what Coordinator Eastman will under. 
take in the extension period granted his office last month is not 
ready for answer. Coordinator Eastman, when asked about the 
reorganization of his staff and the adoption of a program for the 
coming year, said the matter was still under consideration. 

If the Coordinator decides to continue in the ensuing year 
a setup similar to that which he had in the first two years there 
will be several positions to be filled, such as those which were 
held by J. R. Turner, chief of the section of transportation, and 
O. C. Castle, director of car pooling. 

There is one field which Coordinator Eastman has not 
entered, except in the most incidental way. That is the matter 
of rates. Of course there were rate phases incident to the traffic 
reports made by Mr. Turney’s section. In addition his traffic 
organization, headed by C. E. Bell, his executive and traffic as. 
sistant, has dealt with matters coming under the general desig. 
nation of rates, as, for instance, the so-called wasting of revenue 
in the performance of accessorial services. But the main body 
called “rates” or “rate structure” has not been taken up for 
general treatment. 

Any program for future work the Coordinator makes for 
himself, it believed, will be made with a sharp eye on the fact 
that the office has been extended for only one year. Mr. East- 
man’s experience with rate structures, as a commissioner, it is 
believed, has fully advised him as to the magnitude of a con- 
plete consideration of the methods now used by the railroads 
in making their rates. 

Recommending to or commanding the railroads on what 
foundation or theory they should make their rates in the future 
would be a task almost as complex as that of proposing a rate 
structure itself in any of the regions or districts into which the 
country is‘now divided for the making of rates. But a big dent 
could be made in the subject in one year, it is believed. 


More than once Mr. Eastman has indicated to the carriers 
that, in his opinion, they are not good salesmen—in particular 
in his speech, December 20, 1934, before the Boston Chamber 
of Commerce. He called the making of rates “pricing’—that is, 
putting a price on the services they have to sell (see Traffic World, 
December 22, 1934, p. 1073). His traffic assistants, C. E. Bell, 
W. H. Chandler and C. E. Hochstedler, every traffic man in the 
country knows, have ideas, many of them, about the pricing of 
their services by the railroads. Whether they could agree on 
enough of the points in a program for the remaking of the pricing 
of railroad services to provide for a general revamping of the 
theory and practice of price-making is a question the answer 
to which is far from obvious. 


Should the program for future work by the Coordinator 
provide for the recommending of a new foundation for price- 
making it is believed it would attract the attention of a greater 
number of persons than anything the Coordinator undertook 
in his two years of office-holding prior to June 17. Rates are so 
close to the jobs of railroad and shipper traffic managers and 
the members of their staffs that such an investigation by the 
Coordinator, it is suspected, would engage the attention of every 
one of them. 

M. C. Kennedy, who has been executive secretary of the 
eastern regional coordinating committee in Coordinator East- 
man’s organization, has been appointed eastern regional director 
to fill the vacancy created by the resignation of W. F. Kirk. 
the latter resigned the eastern regional directorship to return 
to his old position, that of assistant general manager of the 
Missouri Pacific. 

Arthur F. White, assistant to J. R. Turney while the latter 
was director of the Coordinator’s section of transportation, has 
resigned from Mr. Eastman’s staff to join the staff of the Com- 
mission. He has been assigned to the Commission’s Bureau of 
Statistics, of which M. O. Lorenz is the director. 


CHANGES IN DOCKET 


Hearings in No. 26988, assigned for July 9, at Cleveland, O., be- 
fre Examiner Cheseldine, was postponed to date to be hereafter 

xed. 

Hearing in No. 26930, assigned for July 11, at Louisville, Ky. 
before Examiner Snider, was canceled and reassigned for July 16, at 
the Brown Hotel, Louisville, Ky., before Examiner Snider. 

Hearing in No. 26998, assigned for July 10, at Columbia, S. C. 
before Examiner Hoy, was canceled. 

Argument in No. 26640, assigned for July 10, at Washington, D 
C., before Division 5, was canceled. 
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July 13, 1935 


I. C. C. PRACTITIONERS 


Editor The Traffic World: 

Mr. H. A. Hollopeter, of the Terre Haute Chamber of Com- 
merce, has brought out some potent facts regarding the Wagner 
pill (S. 2944) in his letter of June 29, published in the Traffic 
World on page 1250. 

It seems pertinent, however, to bring out some other facts 
not covered by Mr. Hollopeter. Being an attorney at law does 
not, under any stretch of the imagination, qualify one to handle 
rate and traffic questions before the federal and state commis- 
sions. A serious blunder has, therefore, been made by the 
Interstate Commerce Commission in formulating its bar of 
practitioners on such an assumption. In initiating such a bar, 
the Commission should have followed the example set by the 
departments and governmental agencies by first requiring that 
practitioners be experienced in handling such questions; this 
would have required certain railroad experience in handling rate 
and traffic questions or some practical knowledge of the appli- 
cation of railroad tariffs. 

Aside from what has been stated above with respect to 
handling rate and traffic questions, there is a very small per- 
centage of questions handled by the Commission that involve 
abandonment, refinancing, valuation, etc., which, as well as 
being an attorney at law, might also require knowledge of 
accounting, banking, or engineering, but the requirements to 
bring such matters before the Commission should be fully 
covered. 

The Senate bill in question can and should properly be 
amended to provide that practitioners before departments or 
other governmental agencies have a knowledge of the subject 
or subjects they propose to handle. Such a provision would 
cover attorneys, accountants, rate and traffic experts, en- 
gineers, etc. 


Washington, D. C., July 6, 1935. T. C. Elliott. 





Editor The Traffic World: 

I note the article in your paper relating to the bill intro- 
duced by Senator Wagner limiting practice before the various 
commissions to licensed attorneys at law. In so far as this 
applies to practice before the Interstate Commerce Commission, 
at least, it appears to me that, although, undoubtedly, Senator 
Wagner was acting from commendable motives, yet he un- 
coubtedly has been misled by someone having an axe to grind. 

In order that those who disagree with me may appreciate 
that, at least, I should be in a position to understand the propo- 
sition, I will state that I am a graduate of the University of 
Michigan, admitted to practice before the U. S. Supreme Court, 
and have handled as attorney for the complainants something 
like two per cent of all the nearly 27,000 cases represented by 
their docket, that I am conceded to be the most common Carrier- 
hated individual on earth, and that I appreciate fully that this 
bill, if passed, will burden the carriers far more than it possibly 
can burden the shipper. 

I note that this article says: “More qualified than many 
attorneys.” I go much farther; to my mind, any experienced 
traffic man is better qualified to present a commerce matter 
than any attorney who lacks traffic experience. 

For reasons well known to all, it is required that one who 
appears as the representative of a litigant before the courts 
must have previously made a showing establishing that he is 
presumably familiar with certain rules of law and, having so 
shown, has been duly licensed to practice as an attorney at law. 
As the proper presentation of a commerce matter before the 
Commission is entirely different from a law suit in a court, 
it is quite essential that one who desires to practice before the 
I. C. C. should be familiar with traffic matters and, in fact, 
it is even more necessary than that one be fully qualified to 
practice in court, because, on the one hand, is involved a 
strictly technical matter while, in the ordinary suit at law, 
the issues might be handled by one who was not familiar with 
the rules of evidence, etc. Not so well, of course, but the 
matter could be handled so as to get before the court all the 
facts in controversy. In a commerce matter no one not fully 
familiar with traffic matters could present a matter in such a 
Manner as that even one “skilled in the art” could understand 
What it was all about. 

It would be just as reasonable to require that no one may 
Practice medicine except a duly licensed attorney at law as 
to make the same requirement as to practicing before the Inter- 
state Commerce Commission. 

Based on the experience of a lifetime, handling a vast num- 
ber of commerce cases for shippers, it is my fixed opinion that 
no attorney at law, living or dead, who had not had a thorough 
trafic experience could possibly handle a commerce matter 
before the I. C. C. as competently as, for instance, Dave Myers, 
ef the Santa Fe, or James Dewberry, of the L. & N., Edward 
Dulanney, of the Southern Classification Committee, Mr. Prender- 
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gast or Bob Fyfe, Jr. I select these as representative carrier 
representatives who not only possess the necessary traffic 
knowledge but whom I have always found the toughest to 
handle. The ones I least desired to meet, the least desirable 
because it was much harder to win a case against them—harder, 
not only because they were A-1 traffic men, but mostly because 
they are men who, being too proud to tell an untruth, made it 
far more difficult for me. 

To my mind, the real trouble is that these commerce mat- 
ters are like a tin roof—on the house. There should be pro- 
vided a fee system similar to that prevailing in the courts. 
No man who does not have enough confidence in his own cause 
of action to advance a $10 docket fee should be permitted to 
spawn his complaint and put the taxpayers to an expense of 
from $50 to several hundreds of dollars. There should also 
be a fee of at least $25 required from commission practitioners. 

The Commission has, with the best intentions, provided that 
candidates to practice shall qualify, and to qualify they are 
to present a printed application with two sponsors. The result 
is that today the I. C. C. bar is so large that were each mem- 
ber to appear as attorney in rotation none would live to appear 
as many times as Madame De Stael said there would be chil- 
dren in a family if the father were compelled to be the mother 
of every other one—three. 

May I be permitted to ask just why should any man, shipper 
or carrier, be permitted to have his commerce litigation han- 
dled free? Surely, if there is the slightest merit to the Wagner 
bill, then it must also unquestionably appear that a commerce 
litigant advance a portion of the costs exactly as he must do 
if filing a suit in court. Just where lies the difference? Why 
should the general taxpayer be compelled to finance all com- 
merce litigation? 

Were a fee system provided, there would be a material 
shrinkage in the number of complaints filed—a very material re- 
duction, but, as it is free as air, there is wasted millions of the 
taxpayers’ money just as there is wasted vast sums because 
we do not provide meters for water users. To illustrate; when 
the phone rate was $10 a month I imagined that it was to 
be used regardless and when they changed the rate to a meas- 
ured service I objected strongly. I now know that I am much 
better off with measured service as seldom have I had a $10 
month. 

Chicago, Ill., July 8, 1935. G. 


M. Stephen. 


Editor The Traffic World: 

I have read with interest several recent articles in The 
Traffic World quite properly opposing such a one-sided piece of 
legislation as the Wagner bill. 

The writer is endeavoring to estimate the degree of class 
legislation howl that woutd be heard from these same officers 
of the Federal Bar Association in case the traffic clubs of the 
country should get behind a bill to restrict any but those 
trained in traffic work to practice before the Commission. 

This is an age requiring specialized ability, and, as the 
rules of practice provided by the Commission are not so com- 
plex as to require an attorney to interpret them, it might be 
entirely reasonable for traffic men to demand that they be 
permitted to handle their own traffic cases. 

Even with the so-called Wagner bill in effect, it would not 
alter the usual custom or practice of a traffic man preparing the 
case and being the principal witness while the bar associa- 
tion attorney takes the credit of winning the case, by simply 
asking the traffic man to state his name for the record, and 
then to proceed in his own way with the facts and evidence 
he has prepared. 

With all due respect to the legal fraternity and to my 
many friends who belong to the bar association, the writer 
would suggest that, when the bar association offers to protect 
the shipping public from crooks and rascals; as mentioned in 
a recent article of The Traffic World, they work nearer home. 

Denver, Colo., July 9, 1935. Fred L. Emerson. 


PRACTICE BEFORE THE L C. C. 


The Northwestern Lumbermen’s Association, representing 
3,093 lumber yards in Minnesota, Iowa, North Dakota and South 
Dakota, by R. C. Volkert, its traffic manager, has gone on 
record with Senators Shipstead and Schall of Minnesota; Dick- 
inson and Murphy of Iowa; Frazier and Nye of North Dakota; 
and Norbeck and Bulow of South Dakota in opposition to the 
Wagner bill, S. 2944, limiting practice before governmental agen- 
cies, including the Commission, to licensed attorneys, except 
under specified conditions. : 

“In behalf of the numerous firms that we represent, we 
wish to be recorded as being opposed to Senate bill 2944,” 
said Mr. Volkert in a letter addressed jointly to Senators Ship- 
stead and Schall. “Similar letters addressed jointly to the 
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United States senators from Iowa, North Dakota and South 
Dakota.” 

Drawing the attention of the Minnesota senators to the 
measure Mr. Volkert asserted that “this bill, if enacted into law, 
would limit practice before the Interstate Commerce Commis- 
sion to licensed attorneys.” Continuing, Mr. Volkert said: 


Practice before the Interstate Commerce Commission, in addition 
to a knowledge of interstate law, requires a more intimate knowledge 
of many other traffic ramifications including technicality of tariff 
rules and regulations, shipping practices, transit rules, competitive 
conditions, etc. 

The Interstate Commerce Commission, sometime ago, recognized 
the desirability of limiting practice before it to qualified persons and 
has promulgated a set of rules and set up a standard of requirements. 
We agree that practice before any governmental body should be lim- 
ited to qualified practitioners and we are heartily in favor of the In- 
terstate Commerce Commission maintaining its standard of require- 
ments and the prescription of new rules and requirements from time 
to time as conditions may dictate. Obviously, any commercial interest 
is being better served when represented before the Interstate Com- 
merce Commission by one who is especially qualified and who has 
specialized in the matters at hand than it would be by any licensed 
attorney with limited experience and knowledge of issues pertinent 
before the Interstate Commerce Commission. The Interstate Com- 
merce Commission has made a very good beginning in setting up and 
maintaining a standard of requirements and ethics of the practitioners 
who appear before it and that body should be allowed the power of 
determining who is qualified to appear before it. 

All of the practitioners now eligible to practice before the Inter- 
state Commerce Commission were admitted only on showings that they 
possessed the necessary legal and technical qualifications to enable 
them to render valuable service before the Commission and that they 
are otherwise competent to advise and assist in the prosecution of 
matters before the Commission. The Commission’s rules provide for 
the disbarment, after hearing, of any practitioner who is guilty of 
misconduct and the ethical practitioners all are of the opinion that 
anyone guilty of misconduct should be subject to disbarment. 

It is noted that there is a conflict between the language used 
in the title of the bill and the last sentence of the bill, The title of 
the bill would limit practice before government bureaus to licensed 
attorneys, while the last sentence of paragraph 2 would make the law 
inapplicable as regards individuals appearing for themselves or any 
partnership, voluntary association or corporation being represented 
by one of its officers or regular employes. Assuming that an officer 
or regular employe would be permitted to appear for his firm under 
the last sentence of paragraph 2, such exemption would be far from 
satisfactory. It frequently happens that in a particular issue before 
the Commission, various enterprises and localities have a common 
interest. In such circumstances, instead of each interest making an 
appearance before the Commission and unnecessarily consuming their 
time as well as that of the Commission, these interests will agree and 
have one practitioner represent all interests. This practice has the 
approval of the Interstate Commerce Commission and is encouraged 
by the Commission in the interests of conserving time. 


A resolution asking the senators from South Carolina to 
see to it that the Wagner bill be amended by excepting from 
its provisions the army, war, and state departments and the 
Interstate Commerce Commission has been adopted by the 
North Carolina Traffic League. The resolution points out that 
Commission practice is a highly specialized and technical art 
in which few practicing attorneys are versed and that the mem- 
bers of the Commission are the persons “best qualified to de- 
termine who should practice before it.” Adoption of the bill 
in its present form, the resolution says, “is unfair and will 
deprive a large group of intelligent citizens of their means of 
livelihood.” 


STORAGE AND WAREHOUSE PRACTICES 
The Trafic World New York Bureau 


C. J. Brister, vice-president in charge of freight traffic of the 
New York Central System, at the hearing on storage and ware- 
house practices before William P. Bartel, director of the Com- 
mission’s bureau of service, announced that the N. Y. C. had 
canceled its lease of storage facilities at Port Morris to the United 
Flour Trucking Corporation, effective August 1. It had been 
previously alleged that the New York Central had allowed stor- 
age of flour in cars at the terminal without payment of demur- 
rage charges. 

D. E. Gelatt, eastern freight traffic manager of the N. Y. C., 
testified that his company had entered into an agreement with 
the other rail carriers serving New York to refrain from such 
practices but that two lines had broken the agreement and com- 
petitors had been forced to follow suit. He added that the New 
York Central had sought renewal of the agreement June 12, but 
without success. 

Mr. Brister, asked whether he considered agreements among 
the railroads more important than the Commission’s regulations, 
replied that he had the greatest respect for the Commission but 
that, at times, there were honest differences of opinion over the 
interpretation of the regulations. He said, in reply to a question 
by counsel for the Independent Warehousemen’s Protective 
Committee, that he knew of no plans by his company for construc- 
tion of more warehouses to lease to shippers. 

Walter W. McCoubrey, traffic manager of the Boston Port 
Authority, eniered a protest against the action of the New York 
carriers in allowing shippers free storage space in the New York 
port area. 
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Concessions granted to shippers by the Lehigh Valley Raj 
road were revealed by Ralph Strum, special agent of the Cop 
mission, who testified that, at the Lehigh Valley’s station at 149, 
St. and the Harlem River, the Silver Flour Warehouse and Truc 
ing Corporation leased 1,500 square feet of space for storage y 
a rental of 65 cents a square foot a month, but actually uso 
4,000 square feet for flour storage. On Pier 66, North River, }y 
said, the Raymond-Hadley Corporation rented 100 square fey 
of storage space at $100 a month and the company handled foy 
or five carloads of flour a day on the pier, each car taking y 
at least 306 square feet. Free use of space was also permitte; 
on Piers B and E, Jersey City, he added. At the 149th St. statio, 
he said, cars arriving by float from Jersey City were held 4 
long as two weeks with no demurrage charges. 

C. E. Hildum, executive vice-president of the Lehigh Valle 
and president of the Pioneer Real Estate Company, told of th 
railroad’s warehouse operations. He said every deal was a “hors 
trade,” not only for the Lehigh Valley’s warehouse but for even 
warehouse, and that rentals were set to obtain what the traf 
would bear, Free rental for as long as a year had been granted 
he added, and alterations made at company expense to suit th 
needs of the tenants. He also told of losses incurred when th: 
Lehigh Valley’s wholly owned subsidiary, the Pioneer company 
took over the Starrett-Lehigh Building in Manhattan in June 
1932, from the Starrett Investing Corporation. The building wa 
taken over mainly to preserve the small freight yard ther 
which the Lehigh owned, he said. 

. Frank A. Horne, president of the Merchants’ Refrigerating 
Company, charged that the railroads had obtained government 
funds with which to conduct ruinous competition against inde 
pendent refrigerated warehouses and said the carriers could not 
have obtained loas from bankers for construction of such ware 
houses. 

S. J. Steers, vice-president of North River Stores, Ine, 
charged that the Erie Railroad’s operation of its inland station 
was in the nature of a subterfuge to get warehouse business for 
its affiliated company, Independent Warehouses, and said he con 
sidered this practice unfair competition with independent oper. 
tors and discriminatory. 

As the hearings were adjourned, it was announced that 
briefs in the case would be filed by September 1. 


Through an error, the article on page 16, Traffic World, 
July 6, headed “Storage and Warehouse Practices,” was shown 
as coming from Washington. The hearing was held in New 
York. 


ADVANCED FREIGHT RATES 


The Commission, in a notice addressed to all carriers, has 
set up a routine to be followed by them in filing tariffs or sup 
plements thereto for the application or non-application of emer: 
gency charges under the permissive order issued in Ex Parte 
No. 115. The notice is as follows: 


Each tariff or supplement hereafter issued containing rates sub- 
ject to tariff of emergency charges shall have on its title page above 
upper margin the following application: 


Application of Tariff of Emergency Charges 


Except as otherwise provided herein, charges resulting from 
the rates in this supplement are subject to Tariff of Emergency 
Charges, as provided in Supplement No. (or successive issues 
thereof) or 

Except as otherwise provided herein, charges resulting from the 
rates in this supplement (or tariff) are subject to Tariff of Emer 
gency Charges, as provided in Item .. series. 

When it is hereafter desired to provide for nonapplication 0 
emergency charge to any rate or charge, such nonapplication shall 
be provided immediately in connection with such rate or charge 
wherever practicable by statement substantially as follows: 

Charges resulting from (here describe the rate or charge by item 
No. or by other appropriate reference or by commodity description) 
are not subject to Tariff of Emergency Charges No. .., I. C. C. No 

issued by ...., agent, supplements thereto or successive issues 
thereof, except where such rate (or rates) are used as factors il 
determining combination rates under the provisions of Item 25, 4 
amended, of said Tariff of Emergency Charges. 

Where it is intended to remove an individual rate or charge él 
tirely from the application of the Tariff of Emergency Charges, % 
distinguished from the removal of the emergency charge, so that 
the rate so removed shall not be used as a factor of a combinatiol 
rate under the provisions of Item 25 series of the Tariff of Emel 
gency charges, the exclusion of such rate or charge shall be ac 
complished by the following language; which shall be placed im 
mediately in connection with the rate or charge or shall make 
appropriate reference to where the rates are published: 

The charges resulting from this rate (or these rates) are nol 
subject to Tariff of Emergency Charges, No. .., I. C. C. No. «» 
issued by .., agent, supplements thereto or reissues thereof. 


The abstracts of tariff filings, rejections, suspet 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 


sure their traffic files are up-to-date. 
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Industrial Traffic Management 


First of a Series of Thirty-Six Articles by G. Lloyd Wilson, Professor of Transportation, 


University of Pennsylvania, and Chairman, Committee on Education and Research, 
Associated Traffic Clubs of America—Traffic Management in Modern Industry 


last five years have revolutionized the position and out- 

look of the industrial traffic manager. The receding tide 
of commercial activity following the crisis of 1929 affected 
adversely virtually all producers, distributors, and consumers 
of goods and services. Loss of actual purchasing power and 
fear of future earnings and of the stability of capital and in- 
come, caused the curtailment of consumption, which affected 
retailers, wholesalers, jobbers, agents, and other middlemen, 
manufacturers, and processers, and, finally, the producers of 
raw materials and supplies, in a vicious descending spiral—a 
kind of economic waterspout destroying everything in its path. 
As consumption declined, the demand for goods and services 
receded, the need for workers’ services declined, unemployment 
increased, business concerns and industries were forced to close, 
taxes mounted, with increasing devastating force. 

Industries in the path of this economic debacle have been 
forced to adjust their policies and practices to meet changed 
economic conditons just as ships at sea batten down the hatches, 
trim their rigging, and lash fast the movable parts in order to 
weather the storm. As the fury of the hurricane increases, 
unnecessary parts of the ships are jettisoned in order to help 
save the craft. 

Industrial traffic management has been on trial in these 
years of economic crisis, which have swept away superfluities. 
Executives have had to examine every department and some- 
times every individual in order to be sure that they were pro- 
ductive and not likely to endanger the ability of the industry 
to survive. Departments and the work of members of depart- 
ments have been reorganized and altered in order to improve 
and extend their effectiveness. 

Industrial traffic management has been slowly but, surely 
making progress in scope and effectiveness in the last half-cen- 
tury. Gradually the field has expanded from the supervision 
of industrial shipping, the bargaining with carriers for trans- 
portation services and charges, and the collection of claims 
against carriers, into the broader and more significant task 
of expert distribution. Changes in industry and transportation, 
particularly in the last half-dozen years, have accelerated the 
pace of development in industrial traffic management and have 
imposed new tasks and afforded new opportunities to traffic 
managers and those who aspire to careers in this field. 


Changes in industry tending to produce these changes in- 
clude changes in the system of mass and style production, 
changes in price levels, changes in sources and methods of 
supply, changes in the markets and technique of distribution, 
changes in credit and sales policy, changes in methods of 
finance, changes in production costs, increasing emphasis on 
a costs of distribution, and changes in the competitive situa- 
ion. 


Corresponding changes in the field of transportation include 
the trend toward scheduled and away from tonnage railroad 
freight train movements, increased speed in transportation, the 
rise of motor freight transportation and the spread of motor 
transportation into the long-haul and large-quantity movements 
of goods, the trend toward the coordination of different forms 
of transportation, the increased use of warehousing and spot- 
stock distribution, changes in transportation rates, and changes 
in the packing and protection of goods—to mention only a few 
of the many changes that will be discussed more fully later. 

Changed condtions in industry require corresponding 
changes in transportation services and charges and impose on 
the transportation carriers of various types the task of provid- 
ing them. These industrial transportation demands include: 


a changes in industry and transportation in the 


1. Fast transportation service. 
2, Certainty of delivery of goods on regular schedules, 
_ 3. The assumption of liability for the safety of the goods from 
point of origin to destination, 
—.. ane collection of goods from shippers and their delivery to con- 
es. 
5. The reduction and elimination of delays and interruption of the 
transportation services. 
a. The lowest transportation charges consistent with adequate 
vice. 
7. Transportation charges free from unjust discrimination and un- 
preference or prejudice among persons, places, or types of goods. 
8. Relatively simple and inherently fair classification of goods, 
9. Understandable and logical freight rates. 
10. Intelligible freight rate and special service tariffs. 
11. Reasonable packing requirements. 


due 


12. Prompt and fair settlement of claims. 

“ Freight charges adjusted to the trade units in which goods are 
sold. 

14. Collect-on-delivery arrangements. : 

15. Special expedited service and connection with shipments re- 
quiring rush movement. 

16. Special services for the collection and delivery of goods at 
unusual hours of the day or night to accommodate transportation 
services to special production or distribution requirements. 

17. Joint services at through rates and billing arrangements among 
carriers of the same or different types. 


The Task of Industrial Management 


The task of the industrial traffic manager has been altered 
extensively and intensively until it embraces the management 
and control of all phases of transportation service required by 
the industry. The term “industrial traffic manager,’ as used 
in the present discussion, includes all persons engaged in the 
management and supervision of the traffic and transportation 
affairs of producers of raw materials—mineral, forest, agricul- 
tural and animal products; manufacturers, fabricators, or pro- 
cessers; marketers or distributers of semi-finished and finished 
products; in short, all industries producing or distributing goods 
requiring the actual shipment and receipt of freight traffic. 

Traffic managers engaged in traffic and transportation work 
of other organzations that do not actually ship and receive their 
own freight will be discussed later in connection with the treat- 
ment of commercial traffic management. The organization and 
classification of industrial and commercial traffic organizations 
have been discussed by the present writer elsewhere and need 
not be repeated here.’ 

In order to discuss the work of industrial traffic managers 
in comprehensive terms, it is necessary to classify their work 
into groups of related functions. The same classification is 
used here that was originally used by the present writer for 
the first time in 1925, though changes are found in the functions 
in each group attributed to changes that have taken place in 
the field in the last decade. 


Service or Routine Tasks 


The first group of functions of industrial traffic manage- 
ment may be termed the “service or routine” functions or tasks. 
This term is used in no disparaging sense, because the jobs in 
this catagory are important and vital to the success of the 
industry regardless of their “bread-and-butter” nature. These 
service or routine tasks include: 


n 1. Arrangement with carriers for the payment of transportation 
charges. 

2. Auditing of freight bills of the carriers—railroad, steamship, 
express, highway and air. 

3. Obtaining and quoting rates. 

4. Collection and housing of adequate files of tariff of all carriers 
whose services are used. 

Conduct of tariff studies and analyses. 

6. Selection of the type of service to be used for shipments. 

7. Selection of the actual carriers to be used in routing inbound 
and outbound shipments by railroad, steamship, express, motor 
freight, parcel post, and air transportation. 

8. Arranging for supply of cars of the proper number and kind 
for outbound shipments. 

9. Preparation of bills of lading and other shipping documents. 

10. Arrangement for transportation of shipments on permits in 
cases of embargo. 

11. Supervision of packing, marking, and weighing of freight. 

P at Supervision of the loading, bracing, and shipping of outbound 
reight. 

13. Supervision of the receiving of frei; 1t from carriers and the 
transfer of goods to stores or using depart ients. 

14. Tracing of overdue shipments. 

15. Expediting urgently needed shipmen s. 

16. Supervision of the operation of int rnal plan transportation 
facilities. 

18. Supervising of the motor and horse-drawn vehicles used in 
local transportation service. 

18. Supervision of the marine and floating equipment of industrial 
concerns. 

19. Management of fleets of private freight cars, or other freight 
equipment used by the industry. 

20. Preparing, filing, and collecting claims for loss, damage, or 
delay against carriers and insurance companies. 

21. Supervision of the preparation and preservation of adequate 
and accurate transportation records. 


Well organized and well supervised industrial traffic depart- 
ments save considerable sums for their companies by con- 
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trolling the expenditures for these routine and service functions 
and by supervision of the performance of the services to insure 
that their companies obtain adequate transportation services 
of the quantity and quality deserved, at reasonable prices. 


Constructive Tasks of Industrial Traffic Departments 


The second group of functions or tasks of industrial traffic 
departments includes those in which members of the traffic 
departmental staffs turn their attention, energy, and ingenuity 
toward the improvement of transportation services and the im- 
provement of the transportation phases of production, manu- 
facturing, or distribution of the companies’ products. Traffic 
departments, in performing these constructive functions, act as 
experimental laboratories for examining, in a spirit of open- 
minded criticism, all aspects of the transportation problems of 
the industries for which they function. Great progress has been 
made in the last five years in the development of the construc- 
tive work of many industrial traffic departments. 

The nature of the constructive duties of industrial traffic 
departments varies from industry to industry, depending on the 
nature of the products, the size of the industry, the progressive- 
ness of management, and other factors too numerous to men- 
tion. All traffic managers have not made the most of their 
opportunities for doing work of this constructive character, but 
more departments are engaging in work of this kind and those 
doing something in this direction are doing more extensive and 
intensive work as time goes on and as the opportunities are 
better appreciated. 

Important constructive functions of progressive industrial 
traffic departments can be summarized under the following 
headings: 


1. Selection of plant and factory sites from the point of view of 
the relative desirability of alternatively available sites with respect 
to types of transportation carriers, services, and rates available at 
each site. 

2. Selection of warehouse facilities from the point of view of the 
warehouse services and charges and of transportation services and 
rates, 

3. Consolidation of small lots of less-than-carload freight into 
carload shipments to be shipped as carloads to strategic distribution 
points from which they are distributed as less-than-carload railroad, 
motor freight, or express shipments. 

4. Concentration of goods shipped in less-than-carload lots at 
strategic rate points from which they are reshipped in carload lots 
to ultimate destination, 

5. Intensive study of classification and rates applicable to all of 
the companies’ raw materials and finished products in the light of the 
classification and rates applicable to similar commodities and the 
rates paid by competitive industries, ve 

6. Adjustment of unjustly discriminatory and unduly prejudicial 
rates that discriminate against the industry. : 

7. Preparation and collection or reparation claims against carriers. 

8. Preparation of rate and service complaints and cases before 
state and federal regulatory commissions. : ; 

9. Proceedings before classification committees in connection with 
rules, regulations, and ratings. we 

10. Investigation of relative costs of packing and shipping goods 
in order to attain improved efficiency and reduced costs. 

11. Study of comparative routing of goods seeking to reduce costs 
and improve speed and certainty in transportation. 

12. Study of ways and means to prevent or reduce loss, damage, 
and delay through proper packing, marking, preparation of goods and 
the selection of proper containers. 

13. Study of opportunities for improvements in warehousing, trans- 
portation, and distribution. 


Cooperative Tasks of Industrial Traffic Departments 


A third group of functions of traffic organizations in in- 
dustry may be termed the cooperative functions. Industrial 
traffic managers, in this connection, work, not as the managers 
of departments performing routine duties nor as research or- 
ganizations, but as members of organizations composed of the 
heads of various related departments and executives of the 
industries to improve methods of supply, manufacture, storage, 
and distribution of the goods handled by the industries. 

Important cooperative functions include: 


1. Cooperation with the sales department in selecting markets, 
routes to markets, distributing centers, salesmen’s itineraries; in de- 
veloping the good will of customers and prospective buyers, and other- 
wise reducing costs and improving the methods of distribution. 

2. Cooperation with purchasing department in finding new sources 
of supply, routes, and concentration centers, and in improving the 
methods and reducing costs of obtaining raw materials and supplies. 

3. Cooperation with advertising department in selecting fields for 
advertising the company’s products. 

4, Cooperation with stores department in receiving and disbursing 
goods efficiently. 

5. Cooperation with manufacturing or production department in 
moving goods from place to place more efficiently in the process of 
manufacture. . 

6 Cooperation with accounting department in improving records 
and cost data relating to the movement of goods. 

7. Cooperation with treasury department in improving the han- 
dling of transportation bills, negotiable bills of lading, and other trans- 
portation-financial documents. 

8. Cooperation with other industries through chambers of com- 
merce and other business and trade bodies in various lines of busi- 
ness in the same communities. 

9. Cooperation through trade associations with other industries 
in the same line of business. 

10. Cooperation with other industrial traffic managers through 
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| orga Industrial Traffic League, shippers’ conference, and other 
odies., “ 

11. Cooperation with carriers through the Associated Traffic Clubs 
of America, the shippers’ regional advisory boards, local traffic clubs 
and other cooperative organizations. 


One of the prominent industrial traffic managers of the 
country, T. T. Harkrader, traffic director of the American To. 
bacco Company, has said with respect to industrial traffic 
management in modern business: 


There was a time when the average business man knew about 
railroads and railroad rates. It was a simple single-track matter, 
Big shippers had tonnage to sell to the lowest bidder. Tariff rates 
were not observed under competitive conditions. But, the framing 
of the interstate commerce act of 1887 made the matter of rebates 
uncertain, and this produced the opportunity for the industrial traffic 
manager. 

At first, the industrial field developed a type of traffic manager 
who would rank, we might say, with the King of Siam..... Haughty, 
arrogant, and dictatorial. Men who wore silk hats and who carried 
walking sticks. Men that spent a twenty dollar bill with the same 
nonchalance that I would buy a package of cigarettes. Men that were 
daring in their purpose and the sky was their limit. 

Traffic clubs had not come into existence. The great American 
‘‘Bar’’ was the club where big business was transacted by the indus- 
trial traffic manager. Tonnage and how much off is what counted... 

Then came Hepburn, Elkins, Cummins, and others, from 1901 to 
1906. They had ideas that seemed new. They wanted the rules fol- 
lowed. They wanted the tariffs taken literally and thé grammar in 
them was exceedingly bad, A new order came about because nobody 
wanted to go to jail. The law was taken more seriously than the 
18th Amendment. And you could not bootleg freight rates. 

The traffic manager for the big shipper had to go to work. Rate 
clerks took the center of the stage. It was no longer a question of 
how much off the tariff, but it was a question of getting rates pub- 
lished properly and of eliminating obnoxious rules. 

During the ten years that followed 1906 there was manufactured 
a mass of rates, rules, concurrences exceptions. A complete tariff 
science was developed. Traffic departments for industries increased 
in number. Business had to protect itself. 

Next, we came to the war period. Everything was reversed. 
Rates did not matter. The shipper merely wanted the privilege to 
ship—regardless of price. Cost was secondary. The big question was— 
“Are you an essential industry?’ Shippers had to beg for cars. They 
had to beg for coal. Traffic men rode freight trains with pockets filled 
with greenbacks. All for service. That period was a nightmare and 
we would like to forget it. 

After federal control, came the reduction of inventories, cutting 

of expenses, reduction of forces, and we got down to normalcy. For 
the last seven or eight years industry has been reorganized. Never 
before has the matter of cost of production been so important. The 
present depression has caused a further conservation of energy. 
. Physically, industry is in better condition than it has ever been. 
In other respects, it is not normal, but the next decade can spell only 
‘‘progress.’”’ Competition will be greater than ever before. When 
competition is acute, industry, to stay in the game, must produce 
goods on as low a cost basis as its competitor. Transportation is an 
important element and industry must recognize transportation costs 
to even greater extent in the future. Factories not properly located 
will go out of the picture. Distribution must be done in the least ex- 
pensive way. 


Survey of Industrial Traffic Management by the U. S. Depart- 
ment of Commerce 


In 1930, as a result of persuasion by the Associated Traffic 
Clubs of America, the Bureau of Foreign and Domestic Com: 
merce of the U. S. Department of Commerce published a survey 
of the relation of industrial traffic management to business: 

This impartial government survey resulted in the same gen- 
eral conclusions with respect to industrial traffic management 
of interest and value to all in the field. The report said, in 
part: 


The place of traffic administration in business varies, it being bet- 
ter established in certain industries, in certain branches of particular 
industries, and in certain cities and sections of the country, than in 
others. It can, however, be broadly outlined as follows: It is a major 
phase of business activity; it is a vital managerial activity; it is basic 
and fundamental to the elimination of industrial wastes incidental to 
transportation. It is found in all industries, in all kinds of business, 
and in enterprises of all sizes; and it is recognized as indispensable 
to large concerns, although not always properly evaluated. 

From the standpoint of personnel, traffic administation is in need 
of: more capable executives; professional interpretation not only in 
educational institutions devoted to business training but in business 
itself; a method for measuring and recognizing traffic ability. 

The need for traffic administration cannot be measured solely by: 
(a) the number of employes, (b) the number of shipments, (c) the 
tonnage handled, nor (d) the total capitalization, but by a combina- 
tion of these characteristics. The small size of a business alone does 
not exclude it from scientifically managing what traffic it has. 

The types of business establishments especially requiring traffic 
departments appear to be: those handling perishable or semi-per- 
ishable commodities; those handling bulk commodities; those handling 
a large volume of traffic; those handling a large number of shipments; 
those handling goods of high value; those handling goods having 4 
high transportation cost represented in their sales value; those in 
which transportation service is vital to the success of the enterprise. 

Traffic functions are broad in scope and large in number. They 
can, however, be grouped under the five general headings of: admin- 
istrative functions, cost functions, service functions, physical han- 
dling and transportation. 

The handling of certain traffic functions often is assigned to de- 
partments wholly independent of the traffic department; or traffic ac- 
tivities may be combined with others—purchasing, sales, credit, ac- 
counting—and jointly administered. Traffic control completely cen- 





2 “Tndustrial Traffic Management,” U. S. Department of Commerce, 
Bureau of Foreign and Domestic Commerce, Domestic Commerce Sé- 
ries No. 39, Washington, D, C,, 1930. 
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tralized in a traffic department, appears to ye excellent policy and 
should be encouraged. ; { ; i ‘ 

The principal arguments advanced in favor of maintaining an in- 
dustrial traffic department are: that it is a part of and necessary 
to the operation of a business; that it eliminates waste and accom- 
plishes savings the definite measurement of which proves the depart- 
ment to be profitable; that it renders many valuable but unmeasurable 
services to all departments which alone justify its maintenance; and 
that its value becomes evident when a comparison is made of con- 
ditions within a business prior to and following its establishment. 

Practically every large concern and most of the medium-sized 
ones have traffic administration. It is the small establishment that 
tries to operate without traffic management—generally because the 
need for it is not fully realized and because of the cost factor. : 

The cost of traffic administration varies with the kind and size 
of the business, the attitude of its executives toward traffic work, 
the ability of the traffic manager, and other factors. ; : 

The amount that should be spent for traffic administration by 
any particular firm may be determined from a knowledge of: The 
total transportation bill; past accomplishments in recovering moneys 
erroneously paid out for transportation services (for example, over- 
charges); the possibility of recovering such moneys in the future and, 
more especially of preventing leaks of this kind; and the “unmeasur- 
able’ value of services performed. Traffic departments usually show 
a profit from their operations. Money returns alone may justify the 
operation of a traffic department, but measurable results tell only a 
part of the story. Traftic departments merit their establishment, in 
many cases, because of the services performed for the business as a 
whole. Such services can seldom be measured in dollars and cents. 

The need for traffic administration is not dictated by the size of 
the business. Administration of traffic is necessary regardless of 
the amount of shipping. Size does, however, affect a firm’s need for 
a separate traffic department and the sum it can allot for traffic work. 
The cost of traftic administration, like the cost of all phases of busi- 
ness administration, bears down most heavily upon the small concern. 
The problem of the small enterprise, therefore, is_to secure adequate 
traffic administration at a cost within its means. To maintain its own 
traffic department, or even a full-time traffic manager, it is not only 
unnecessary but impossible for the firm doing a small volume of busi- 


ss. mar ‘ , 
Pe Consequently, for these firms, capable traffic administration—like 
capable legal counsel, medical aid, accounting for financial assistance— 
is only, to be had from the outside. The services of outside traffic 
bureaus are available to the small shippers of every commodity. 
While such assistance must be selected with care, it solves the prob- 
lem of the small concern. Traffic administration of some kinds and 
to some extent can safely be delegated to an outside service bureau 
for handling; but at the same time some executive within the busi- 
ness should understand the concepts of traffic administration in order 
intelligently to follow and check the work of the outside agency. 


MIDWEST ADVISORY BOARD 


Predictions for carloadings for the third quarter of 1935 
in the territory of the Midwest Shippers’ Advisory Board, filed 
at the meeting of that board at the Palmer House, Chicago, 
July 11, were for a reduction of 2 per cent as compared with 
cars actually shipped in the third quarter of 1934. Outstanding 
increases expected are on agricultural implements, 50 per cent; 
brick and clay products, 30 per cent; fresh fruits and vegetables, 
27 per cent; hay, 25 per cent; lumber products, 25 per cent. 
Reductions were predicted on livestock, 25 per cent; iron and 
steel, 10 per cent; grain and products, 10: per cent; coal and 
coke, 5 per cent; poultry products and cement, 3 per cent each. 

The report from the executive committee said that, as a 
result of expressions developed by mail among members of the 
executive committee, the board ought not attempt to take action 
as an organization on legislative matters, including the Pettin- 
gill fourth section bill, but that it would be well for the mem- 
bers as individuals to communicate with congressmen express- 
ing their views. The committee also voted to express com- 
mendation to the Association of American Railroads for its 
printed bulletins and to urge a continuance of them. The 
report was adopted. 


Burchmore on Ex Parte 104 


Speaking on the Commission’s decision in Ex Parte 104, 
part II, the terminal services part of the investigation into 
revenue and expense practices of the carriers, John S, Burch- 
more, commerce counsel, Chicago, said a contemplation of the 
proceedings and findings in that case caused words to fail him. 
He said the decision was “contrary to the record, contrary to 
good practice, contrary to accepted transportation custom” and 
that many of the supplemental reports were merely “ridiculous 
and nonsensical.” He said the decision was made after a “super- 
ficial investigation,” and that there was “only a pretense” of 
examining conditions in the 400 individual industries under in- 
vestigation. He said 85 per cent of the tonnage of the railroads 
originated at industries with private tracks and that, should 
the courts uphold the decision, eventually every shipper ship- 
ping from or receiving on such a track would have to pay a 
plus charge. 

_ “I don’t want to be a prophet of disaster,” he said, “but, 
in that case, I predict a reconsideration of the car spotting 
case.” 

He said the principles set down in the decision were, in 
effect, that the railroads must be careful not to give too much 
Service and must be careful to get every dollar possible out of 
that service. “In fact,” he said, “the decision put the railroads 
on the spot.’ How can a railroad, now in court for reorganiza- 
tion under section 77 of the bankruptcy act, ignore the state- 
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ment of the Commission that it is failing to collect millions of 
dollars for terminal services that it ought to collect? Not many 
railroads would have the courage to say to the court: ‘Yes the 
millions are there but we do not want them.’” 

He concluded by saying that he personally did not think 
the decision had a chance to stand in the courts and that that 
was really the silver lining in the cloud. 


Gormley on Coordination 


M. J. Gormley, executive assistant to the president, As- 
sociation of American Railroads, spoke about the work and 
accomplishments of that organiaztion. He said the newly in- 
stalled average per diem plan was estimated to yield a $4,000,- 
000 annual saving, but he thought the saving would come nearer 
$10,000,000 a year. 

Speaking of coordinating projects, he said 4,876 of such 
projects had had the attention of the office of J. R. Downes, 
vice-president, operations and maintenance department, A. A. R., 
that 94 had been put in effect with an estimated saving of 
$2,000,000 anually, and that 663 more were pending with esti- 
mated savings of over $18,000,000 annually. Necessary capital 
expenditures were holding up 60 projects with potential annual 
savings of $254,000,000, he said, while 3,838 had been dropped 
as promising no real economies. He talked about secticn 7b 
as the “fly in the ointment,” pointing out that few coordina- 
tions of operations could be worked out without reductions in 
forces or payrolls. “Some way will be worked out, however,” he 
added. “‘Just what our future procedure will be in connection 
with this I am not in a position to say to you today.” 

Donald D. Conn, executive vice-president, Transportation 
Association of America, spoke briefly on the organization and 
objects of that association. He asked those present to interest 
themselves personally in promoting memberships. 

L. M. Betts, manager, closed car section, car service di- 
vision, A. A. R., spoke briefly about general transportation con- 
ditions. The second quarter of 1935, he said, had yielded 2.7 
per cent more traffic than the same quarter in 1934, and he 
expected the third quarter to be 2.9 over 1934. 

There were no reports from the railroads, but a motion 
was adopted that these reports be placed earlier on the agenda 
for the next meeting of the board so that they might have more 
time and attention. 

Davenport, Ia., was selected as the place of the next meet- 
ing, scheduled for October 3. 





ALLEGHENY ADVISORY BOARD 


The fall meeting of the Allegheny Regional Advisory Board 
will be held in Wheeling, W. Va., September 12. Details re- 
main to be worked out. In connection with the commodity com- 
mittee reports and carloading forecast for the third quarter of 
1935, sent to members of the board July 1, Charles Donley, 
general chairman, Pittsburgh, asked the members to “analyze 
their normal flow of loading and keep check on empty cars 
placed,” so that, at the fall meeting, information may be de- 
veloped as to the working of the average per diem plan. 

Commodity forecasts showed an estimated increase of 7.5 
per cent in cars to be loaded in the third quarter of 1935 as 
compared with the actual loading in 1934. Largest gains are 
looked for on coke by-products, 66.6 per cent; dealers’ iron and 
steel scrap, 75.3 per cent; brick and clay products, 37.2 per cent; 
sanitary ware, 44.4 per cent, and general glassware, 36.6 per 
cent. Decreases are predicted on beehive coke, 18 per cent; 
iron and steel castings, 4 per cent; canned goods, 4.6 per cent; 
flat glass, 5.4 per cent and potatoes, 1.1 per cent. 


PIPE LINE INVESTIGATION 


The Commission, in No. 26570, reduced pipe line rates and 
gathering charges, has announced that a hearing in that case will 
be begun July 23 at 10 a. m., in Washington, before Commissioner 
Aitchison. In a notice with respect to the hearing Secretary 
McGinty said that all parties and interested persons would 
notice that for the purpose of obtaining certain information 
deemed pertinent to the scope of the proceedings, the Commis- 
sion caused a questionnaire to be served on the pipe line car- 
riers, and that replies had been made thereto and filed. 

Summaries of the replies have been prepared by the Com- 
mission, says the notice, and are available for distribution. It is 
the intention of the Commission, said Mr. McGinty, to make the 
summary a part of the record in the hearing unless good cause 
to the contrary was made to appeal. Corrections in transcrip- 
tion or summarization should be suggested in writing by any 
interested party to him as soon as possible, he said. If any 
respondent or interested party desired to cross examine the 
officers of the respective respondents upon the matters covered 
by the returns, Mr. McGinty said, a request for their presence 
should be made to the Commission sufficiently in advance of 
the hearing to permit the attendance of the officers desired as 
witnesses. The summaries consist of two pamphlets, one of 222 


and the other of 25 pages. 
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AIR TRAFFIC 


Scheduled air lines in the United States carried 258,924 
pounds of express and flew 27,072,876 passenger miles in the 
month of May, establishing all time records in these categories, 
according to the Bureau of Air Commerce of the Department of 
Commerce. The totals were disclosed by the bureau’s monthly 
report on operations of scheduled air lines in continental United 
States, and the May totals cover the operations of 21 of the 22 
companies in service in that month. 

The passenger total for the domestic air lines in May was 
64,967, exceeded in only two other months. In August, 1931, 
the passenger total was 65,409; in August, 1933, it was 65,181. 

Other figures for May were: Miles flown, 4,744,284; express 
pound miles flown, 153,548,842. An express pound mile is the 
equivalent of one pound of express flown one mile; a passenger 
mile means one passenger flown one mile. Comparisons with 
previous months in 1935 are presented in the following: 


Scheduled Air Line Operations Statistics—January-May, 1935 


January February March April May 
1935 1935 1935 1935 1935 
Reporting com- 
ME | a -caeweee 21 21 21 21 21 
Operating com- ‘ 
Sree ree 21 21 21 21 22 
Passengers car- 
Saar 28,922 34,998 55,198 61,499 64,967 
Express carried 
(pounds) ...... 177,553 171,818 238,369 231,237 258,924 


Express pound 

miles flown ...113,421,302 114,864,954 155,673,202 142,256,022 153,548,842 
Miles flown ..... 3,231,096 3,348,624 4,125,991 4,193,807 4,744,284 
Passenger miles. 13,405,403 16,232,291 24,750,894 26,747,450 27,072,876 


AIRCRAFT ACCIDENT 


Seven alleged violations of Department of Commerce fly- 
ing regulations by the Transcontinental & Western Air, Inc., 
in connection wi‘h the crash of the Sky Chief near Atlanta, 
Mo., in which Senator Cutting, of New Mexico, lost his life, 
May 6, are detailed in a final report of the case made public by 
Secretary Roper. The report lists the following alleged viola- 
tions: 


Failure to order Pilot Bolton to ground while safe flying weather 
prevailed when two-way communication with ground stations was 
not being maintained. 

Failure to carry the required reserve supply of fuel. 

Failure of Pilot Bolton to take a quarterly physical examination 
during February, 1935. 

Authorizing Pilot Bolton to make a landing at Kansas City when 
the ceiling and visibility were below minimum requirements. 

Permitting Kenneth H. Greeson to act as co-pilot on a schedule 
involving more than eight hours of flight when he had no scheduled 
air transport rating. ; 

Failure to make application to have Pilot Bolton authorized to 
fly in the western division. 

The seventh alleged violation consisted of permitting and author- 
izing Pilot J. D. Graves to land down through the overcast at Kan- 
sas City a sister ship on the night of the accident when the ceiling 
and visibility were below minimum requirements. 


The statutory penalty for each alleged violation is $500, or 
a total of $3,500. The company has thirty days in which to file 
application for mitigation or remission of the penalties incurred. 


AIR CARRIER REGULATION 


Senator McCarran, of Nevada, has introduced another re- 
vision of his bill, S. 3027, for the regulation of carriers by air 
by the Commission, which is to be considered as a substitute 
for bills on that subject heretofore introduced by him. It has 
been referred to the committee on interstate commerce. 


AIR MAIL SERVICE 


Pointing out that the volume of air mail had increased from 
542,326 pounds in December, 1932, to 1,002,269 pounds in March 
this year, and that it was continually growing, Postmaster 
General Farley has issued a special appeal to postmasters to 
stimulate further the demand for air mail service. 


AIRPORTS AND LANDING FIELDS 

There were 2,343 airports and landing fields in the United 
States on July 1, 1935, according to the Bureau of Air Com- 
merce, Department of Commerce. Of those, 693 were partially 
or fully lighter for night use. The total included 717 munic- 
ipal and 539 commercial airports, 277 Department of Com- 
merce intermediate landing fields, 619 auxiliary fields, 59 army 
airdromes, 26 navy air stations, and 106 miscellaneous govern- 
ment, private and state airports and landing fields. 

California led in number of airports and landing fields with 
198, while Texas was second with 135, and Pennsylvania third 
with 121. Texas had the largest number of municipal airports, 
55. Pennsylvania led in number of commercial airports with 
70, and Alaska had most auxiliary fields, 77. 
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LIVE STOCK LOSS STUDY 


American farmers and shippers are losing $3,000,000 a year 
through the death and crippling of live stock on the way to 
market, according to the first research report of the National 
Live Stock Loss Prevention Board, Chicago. The board is a 
voluntary organization of producers, shippers, carriers, and in. 
vestors set up in December, 1934, to study the possibilities fo; 
reduction in losses on live stock in transit. Out of the 87,000,009 
animals shipped in 1933, 72,000 died in transit, according to the 
report, and 109,000 were crippled. These figures cover 24 pri. 
mary live stock markets. Because of abnormally high losses 
in 1934, due to weakening of live stock by drought, 1933 was 
used as a basis for the study. 

Of cattle shipped, 98 in each 100,000 died or were injured: 
127 in each 100,000 sheep; 192 in each 100,000 calves, and 26} 
in each 100,000 hogs. The average loss was $70 for each head 
of cattle killed, $26 for each hog, $11 for each calf and $6.5) 
for each sheep. The average loss for each animal crippled is 
about half the above figure, according to the report. 

Studies as to comparative losses on train and truck ship. 
ments showed that 14 per cent more cattle died on trains than 
on trucks, but 38 per cent more were crippled on trucks than 
on trains. Trucks delivered more dead and crippled hogs and 
sheep, trains delivered more dead and crippled calves. The 
latter, the report said, was probably due to the inclusion of 
calves in carloads of larger animals without partitions. Heavy 
losses‘in truck movements of sheep, the study indicated, were 
due to “efforts to get as much weight as possible on the trucks,” 
and to the inclusion of sheep with larger animals without par. 
titions. Lack of cleats on truck floors to prevent slipping, and 
the practice of jumping sheep to the ground in unloading were 
also mentioned as factors in the heavy loss of sheep when 
shipped by truck. 


NEW HAVEN’S OPTIONAL LOADING SERVICE 


The New Haven Railroad, the only rail carrier that had 
previously failed to install optional loading and unloading 
service at its New York freight stations, announced that it 
will install this service August 8. 

Following the example of the other railroads with New 
York terminals, which inaugurated their optional services July 
1, the New Haven will undertake, on request, to load or un- 
load trucks, the charge being fixed at 3 cents a hundred 
pounds, or 60 cents a ton, except for heavy lift freight or 
machinery weighing 1,000 pounds or more, where the charge 
will be 4 cents a hundred pounds, or 80 cents a ton. Butter, 
eggs, and poultry in packages, except poultry in barrels, will 
cost % cent a package and poultry in barrels 5 cents a barrel. 
Shippers will be free to employ the public loaders or have the 
work done by the railroad at a fixed schedule of charges. 

The Merchants’ Association of New York, in commenting 
on the New Haven’s action, said the step would have the ap- 
proval of shippers in all parts of the city and would materially 
advance the interests of the port of New York. It added that 
this was an appropriate time for the steamship lines to take 
similar action in order to end the abuses in connection with 
loading, which have been the subject of criticism for years. 


REVENUE TRAFFIC STATISTICS 

Revenue traffic statistics of Class I steam railways, includ- 
ing mixed train service, compiled from 139 reports representing 
149 steam railroads by the Commission’s Bureau of Statistics 
for April and the four months ended with April show the fol- 
lowing: 

For April the revenue ton-mile was 10.41 mills as compared 
with 10.15 mills in April, 1934; the freight revenue was $221,- 
708,231, as compared with $214,126,754 in April, 1934, and the 
revenue tons carried were 109,233,000 as compared with 103, 
847,000 in April, 1934. 

In the four months ended with April the revenue ton-mile 
was 9.63 mills as compared 9.78 mills in the corresponding 
period of 1934; the freight revenue was $866,839,827 as compared 
with $865,253,918 in the corresponding period of 1934; and the 
revenue tons carried were 445,563,000 as compared with 443,- 
539,000 in the corresponding period of 1934. 

The revenue-passenger mile in April, 1935, was 1.96 cents, 
which was exactly the same as that in April, 1934. The pas- 
senger revenue was $27,165,218 as compared with $27,036,264 in 
April, 1934; and the revenue passengers carried totaled 36, 
965,000 as compared with 37,275,000 in April, 1934. 

The revenue passenger-mile in the four months ended with 
April, 1935, was 2.01 cents as compared with 2.02 cents in the 
corresponding period of 1934. The passenger revenue was 
$112,580,264 as compared with $107,022,386 in the corresponding 
period of 1934. The revenue passengers carried totaled 147, 


436,000 as compared with 148,135,000 in the corresponding period 
of 1934. 
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WATER. CARRIER LEGISLATION 


The Traffic World Washington Bureau 


In attacking the water carrier regulation bill in the Sen- 
ate, Chairman Copeland, of the commerce committee, attempted 
to make a point against passage of the measure by contending 
that Chairman Wheeler, of the interstate commerce committee, 
should have first asked the Senate to pass the bill providing 
for reorganization of the Commission and for establishment 
of a permanent coordinator of transportation. The New York 
senator asked why the measures had not been taken up in an 
orderly way. 

“T submit that I am taking up this bill in an orderly way 
because if we should not pass the water carrier bill and the 
motor carrier bill (passed only by the Senate thus far), then 
there would be no excuse for enlarging the Interstate Com- 
merce Commission at the present time or dividing it into divi- 
sions,” said Senator Wheeler. 

When Chairman Wheeler listed General Ashburn, of the 
government barge line, as one of the supporters of the water- 
way carrier regulation bill, Chairman Copeland challenged that 
statement on the ground that the general had made his support 
conditional on the enactment also of the bill reorganizing the 
Commission and providing for separate divisions to regulate 
each agency of transportation covered in the other bills. Chair- 
man Wheeler said that, of course, that was true, and pointed 
out that the “truck and bus” people took a similar position 
with respect to the highway carrier regulation bill. 


Commenting on a statement made by Senator Shipstead, of 
Minnesota, opponent of regulation of the water lines, that, on 
the Mississippi and Ohio, common carriers carried only 3 per 
cent, or less than 3 per cent of the total freight carried on 
those rivers and that the remainder was carried by private 
carriers, Chairman Wheeler said information furnished by Co- 
ordinator Eastman showed: 





Senate Document No. 152, Seventy-third Congress, second ses- 
sion, at page 7, indicates, on the basis of a special count made by the 
Army engineers, the following percentage distribution for 1932: 

Mississippi River: Common carriers, 31 per cent; contract car- 
riers, 39 per cent; private carriers, 30 per cent. 

So that instead of only 3 per cent being carried by common car- 
riers on the Mississippi River 31 per cent was carried by common 
carriers, 39 per cent by contract carriers, and 30 per cent by private 
carriers, according to the figures furnished me by Coordinator East- 
man in this statement. 

On the Ohio River, the common carriers carried 3.6 per cent, the 
contract carriers carried 8.4 per cent, and the private carriers carried 
88 per cent. 

On the Monongahela the common carriers’ percentage was prac- 
tically nil. It was three-tenths of 1 per cent. The amount carried by 
the contract carriers was 2.7 per cent, and the amount carried by the 
private carriers was 97 per cent. 


Senator Wheeler said it had been asserted repeatedly that 
the committee did not regulate the privately owned carriers 
because they were so powerful. Then, on the other hand, said 
he, it was said the reason why they should not be regulated 
was that the Commission was railroad-minded. He made the 
point that the private and contract carriers on the waterways 
chiefly competed with the railroads and that the latter were 
the only ones who could complain because the bill was amended 
so as not to regulate the private carriers. 


As to a statement by Senator Shipstead that on the “Mis- 
sissippi River last year there were carried 57,700,000 tons, while 
the common carriers carried only 1,350,000 tons,” Senator 
Wheeler said Coordinator Eastman commented as follows: 


“Last year” refers to 1938. The figure cited represents gross 
tonnage on the Mississippi River system; eliminating all known 
duplications, the net tonnage carried was 44,302,000. The ton-mile- 
age aggregated 5,131,343,006. The three principal companies classed 
as common carriers, the Federal Barge Line, American Barge Line, 
and Mississippi Valley Barge Line, report 2,092,184 tons of traffic in 
1933. Using the lower figure cited by Senator Shipstead on the 
assumption that the difference represents contract tonnage, and 
using the 883-mile average haul shown by the Federal Barge Line 
as typical of the group, the ton mileage of the three companies is 
found to have aggregated 1,192,000,000. Therefore, in terms of actual 
transportation service rendered, the three companies did 23 per cent 
of the 1933 business on the Mississippi River system. The explana- 
tion of the difference between this figure and the 3 per cent cited by 
Senator Shipstead is found in the much longer average haul of the 
common carriers. The great bulk of the tonnage on the rivers con- 
Sists of nonmetallic minerals, principally coal, stone and sand gravel 


pon of which move short distances and often only within a loca 
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Replying also to a statement made by Chairman Copeland 
to the effect that he knew from the testimony and from private 
conversations with them, that outside of those shipping lines 
that were largely railroad-controlled, there was opposition and 
bitter opposition to the waterway regulation bill, Chairman 
Wheeler said the Coordinator’s comment on that was that the 
statement was in error. Returns to a detailed questionnaire 
sent to water lines, said he, indicated that 67 out of 220 re- 
spondents wanted effective regulation, 5 favored it with certain 
qualifications, 52 were opposed and 96 took no position, appar- 
ently from lack of interest. Most of the opposition came from 
contract and private carriers, although a few of the former 
favored regulation. These answers, it was pointed out, were 
made prior to the preparation of last year’s water carrier bill. 
The hearings on S. 1632, a more far-reaching bill than the one 
reported by the committee, had the support, it was pointed out, 
of intercoastal, coastwise, and nearby foreign common carriers, 
relatively few of whom were under railroad control. Opposition 
of the Nelson, Shepard and Weyerhaeuser intercoastal lines, it 
was stated, had been largely met by elimination of the commod- 
ities clause and other changes. 


Chairman Wheeler produced a letter written by A. D. Steb- 
bins, president of the Merchants’ & Miners’ Transportation 
Company, coastwise carrier, to Chairman Bland, of the House 
committee on merchant marine and fisheries, commenting on 
the statement in the report of that committee on the Bland 
subsidy-regulation bill against transferring shipping regulation 
to the Commission because the latter had had to do with rail- 
road and not international shipping matters. 

Mr. Stebbins made the point that the President’s message 
on transportation legislation, to which the committee report 
had referred and then made the comment about lack of knowl- 
edge on the part of the Commission as to foreign shipping, did 
not refer to foreign shipping regulation by the Commission but 
to regulation of interstate commerce. Notwithstanding that 
fact, he said, the marine committee had recommended trans- 
ferring the regulatory powers over both foreign and domestic 
shipping to the Maritime Authority. In part, Mr. Stebbins con- 
tinued: 


Your report speaks of the Commission as “a body whase entire 
study and work has been devoted to railroad matters.’’ This state- 
ment would indicate that it is not fully realized that the Com- 
mission has had a great deal more experience in the regulation 
of water carriers than has the United States Shipping Board Bureau 
or its predecessor agency, the United States Shipping Board. The 
scope of the Commission’s jurisdiction over water carriers was out- 
lined to your committee by Federal Coordinator Eastman in the 
recent hearings on H. R. 5379, whereas the regulatory control exer- 
cised by the United States Shipping Board Bureau over domestic 
earriers has been of such limited character that its experience in 
these matters cannot be compared with that of the Commission, 
either in breadth or thoroughness. To illustrate, I understand it 
was necessary for the Shipping Board Bureau to obtain trained 
personnel from the Commission in order to carry out the powers 
delegated to it under the intercoastal shipping act, 1933, and the 
only thorough investigation of rates and practices in the intercoastal 
trade ever made by the bureau has been conducted by an examiner 
obtained from the Commission for that purpose. 

There is no reason to believe that the members of the Authority 
would be intimately acquainted with water transportation or with 
rate regulation. In- fact, one gets the impression from ‘section 201 
(b) of the bill that the members of this Authority probably would 
not be selected from the shipping industry. In contrast with this, 
the provisions of H. R. 5379 (water carrier act) make it mandatory 
that all officers and employes of the-division of regulation be trans- 
ferréd to the Commission, thus making certain that the Commission 
would have the benefit of the services of those in the bureau who 
are familiar with, and have been handling, these matters. 


Long and Short Haul Clause 


Reference was made by Senator Wheeler to the railroads 
urging repeal of the fourth section of the interstate commerce 
act, to which he said he was opposed, as indicating that the 
railroads did not think that the Commission was railroad- 
minded because the Commission had not exercised its power 
under that section to permit the railroads to meet water com- 
petition “nearly so much as the railroads have wanted.” 

Senator Clark, of Missouri, said he would offer S. 1635, 
the bill reorganizing the Commission and providing for a per- 
manent coordinator, as an amendment to the waterway Dill. 
Chairman Wheeler said he would be glad to accept the amend- 
ment. Chairman Copeland said he approved of that. 

Replying to Senator Wheeler’s comment on his waterway 
tonnage statement earlier in the debate, Senator Shipstead 
said what he had said was that the common carriers carried 
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3 per cent or less of the tonnage on the Mississippi River 
system. He said the point was that he was talking about tons 
and the senator’s comment was based on ton-miles; Senator 
Shipstead also said Commission statistics were in error in 
including tonnage of the American Barge Line. He said that 
line in 1933 carried 322,952 tons, of which only 5,000 tons were 
“common carriage.” 

The Senate agreed to an amendment offered by Senator 
Harrison, of Mississippi, amending section 310, relating to cer- 
tificates of public convenience and necessity, so that lines in 
existence “prior to the date of enactment of this act,’ instead 
of in 1934, would obtain certificates without being required to 
submit further proof as to public convenience and necessity. 

The water carrier bill was displaced by proposed legisla- 
tion relating to the Agricultural Adjustment Administration. 
Senator Wheeler consented to the water bill being returned to 
the calendar. He said he should like to have an opportunity to 
take up the water bill “before the session closes.” This was 
construed by some as indicating that he might not press for 
action in the Senate on the water bill. Asked about it, he said 
he intended to ask that the bill be taken up again as soon as 
the legislation under consideration and the banking bill had 
been disposed of. 

Senator Copeland, of the commerce committee, is “laying 
for” the water carrier regulation bill. He is expected to speak 
at length on the measure if and when it is taken up again. 


SOUTHERN PORTS DIFFERENTIALS 


The Trafic World New York Bureau 


The Port of New York Authority and various other north 
Atlantic port interests made public a letter addressed to the 
Traffic Executives’ Association pledging their support to the east- 
ern rail carriers in the move to eliminate rate differentials to 
southern ports. Heavy diversions of automobile exports have 
been caused recently through the practices hitherto followed, 
it was claimed, 


In the communication, sent to D. T. Lawrence, chairman of 
the executives’ association, reference was made to the new tariffs 
filed on unboxed automobiles from Detroit, Pontiac, Flint, and 
other points in Central Freight Association Territory to north 
Atlantic coast ports. The letter continued as follows: 





We understand that this basis will reflect the natural geographic 
advantage of the north Atlantic ports in respect to this territory and 
will serve to eliminate the unwarranted rate differentials which in 
—— have been granted to the Southern lines and ports on this 
traffic. 

We desire to congratulate the eastern lines on their constructive 
action. Please be assured that the eastern shippers and ports will 
support you in resisting any effort to cause the Interstate Commerce 
Commission to suspend these rates which may be initiated by. the 
Gulf lines. 

Meanwhile, may we call your attention to the fact that there are 
many other traffic items, both import and export, which are being 
diverted from your lines and our ports by reasons of differentially 
lower rates between Gulf ports and C. F. A. territory? We shall he 
glad to present data at your convenience. 


The letter was signed by representatives of the Port of New 
York Authority, Merchants’ Association of New York, City 
of Newark, Newark Chamber of Commerce, Brooklyn Chamber 
of Commerce, Maritime Association of the Port of New York, 
Queens Chamber of Commerce, Jersey City Chamber of Com- 
merce, Boston Port Authority, Boston Maritime Association, To- 
bacco Merchants’ Association of the United States, Philadelphia 
Board of Trade, Philadelphia Ocean Traffic Bureau, Philadelphia 
Chamber of Commerce, Philadelphia Bourse, South Jersey Port 
Commission, Baltimore Association of Commerce, Norfolk Port 
Traffic Commission, Albany Port District Commission, and the 
Shippers’ Conference of Greater New York. ; 

The action of the railroads followed a suggestion made by 
the shippers’ and port organizations which pointed out the 
diversion from north Atlantic ports to New Orleans of unboxed 
automobiles from Detroit territory as a result of the differential 
of 17 cents a hundred pounds. 

The new rates become effective August 1 and eliminate 
the differential not only from Detroit but also from Flint and 
Pontiac, Mich.; Fort Wayne, South Bend, and Auburn, Ind.; and 
numerous automobile-producing points in Ohio. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 4162, between A. F. Klaveness & Co. A/S (Klave- 
ness Line) and Calmar Steamship Corporation, providing for the 
transportation of cargo under through bills of lading from U. S. At- 
lantic Coast ports to ports in the Dutch East Indies. 

Agreement No, 4342, between American-Hawaiian Steamship 
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Company and the New York and Porto Rico Steamship Company 
providing for the transportation of canned goods, canned fish, canned 
sardines, dried fruit, beans, peas and rice under through bills of 
lading from U. S. Pacific Coast ports to Puerto Rico and the Domini- 
can Republic. 

Agreement No. 4368, between Wills Navigation Company and 
Nelson Steamship Company, providing for the transportation of 
shingles on through bills of lading from Chamainus, Victoria, Powel] 
River and New Westminster (British Columbia loading ports of the 
Wills Navigation Company) to U. S. Atlantic Coast ports. 

Agreement No. 4375, between Edward P. Farley and Morton L, 
Fearey, trustees for Munson Steamship Line and the New York and 
Porto Rico Steamship Company, providing for the transportation of 
corn and/or maize, in lots of 50 tons or more, under through bills 
of lading from Buenos Aires to Puerto Rico. 

Agreement No. 4393, between Luckenbach Steamship Company, 
Inc., and the New York and Porto Rico Steamship Company, provid- 
ing for the transportation of specified commodities under through 
bills of lading from U. S. Pacific Coast ports to Puerto Rico and the 
Dominican Republic. 

Agreement No. 4395, between Pacific Coast Direct Line, Inc., and 
Jones Towboat Company, providing for the transportation of cargo 
under through bills of lading from U. S. Atlantic Coast ports to Van- 
couver, Wash. 

Agreement No. 4396, between Jones Towboat Company and Weyer- 
haeuser Steamship Company, providing for the transportation of 
cargo under through bills of lading from Vancouver, Wash., to U. S. 
Atlantic Coast ports. 

Agreement No. 1740-C, between Lykes Brothers Steamship Com- 
pany, Inec., and Royal Netherlands Steamship Company cancelling 
Agreement No. 1740, which provides for the transportation of cargo 
under through bills of lading from U. S. Gulf ports to ports on the 
west coast of South America. 

Conference Agreement No. 120-20; between Anchor Line (1935), 
Ltd., Cunard White Star, Ltd., Norddeutscher Lloyd, United States 
Lines Company et al., modifies agreement of the Trans-Atlantic 
Passenger Conference to provide for decision by arbitration in event 
member lines are unable to agree on minimum fares to be charged 
on cruise vessels, and to require notice to the conference of con- 
cessions in fares resulting from improvement of accommodations 
after sailing of cruise vessels. 

Conference Agreement No. 140-6, between Compagnie Generale 
Transatlantique, Waterman Steamship Corporation, Richard Meyer 
Company, Lykes Brothers Ripley Steamship Co., et al., modifies 
agreement of the French Atlantic/Hamburg Range Conference to 
permit the member lines to accept through shipments from Pacific 
Coast ports to ports in the French Atlantic/Hamburg Range at 50 
per cent of the direct line conference rate less one-half of the cost 
of transhipment of Gulf ports. 


Agreement Canceled 


Agreement No. 2166, as modified, between American-Hawaiian 
Steamship Company and the New York and Porto Rico Steamship 
Company providing for the transportation of canned goods, canned 
fish, dried fruit, beans and rice under through bills of lading from 
U. S. Pacific Coast ports to Puerto Rico and the Dominican Republic. 

Agreement No. 1915, as modified, betweén Luckenbach Steamship 
Company, Inc., and the New York and Porto Rico Steamship Company 
providing for the transportation of specified commodities under 
through bills of lading from U. S. Pacific Coast ports to Puerto Rico 
and the Dominican Republic. 





IMPORT STORAGE CHARGES 


James Craig Peacock, director of the Shipping Board Bu- 
reau, Department of Commerce, has announced a department 
order directing the bureau’s division of regulation to conduct 
an investigation of the charges and practices of common car- 
riers by water in foreign commerce in connection with the 
storage of import property at New York, N. Y., Boston, Mass., 
Philadelphia, Pa., Baltimore, Md., and Norfolk, Va. The pro- 
ceeding is entitled No. 221, storage of import property. 

This investigation has been initiated by the department 
on its own motion and is based upon complaints filed with the 
Shipping Board Bureau by the Baltimore Association of Com- 
merce, the Commonwealth of Massachusetts and other Mas- 
sachusetts interests, the State Port Authority of Virginia and 
other Virginia interests, and the Joint Executive Transportation 
Committee of Philadelphia Commercial Organizations. Orig- 
inally filed under section 22 of the shipping act, the complaints 
alleged that carriers in foreign commerce granted excessive 
free storage time on imports at the port of New York, in vio- 
lation of sections 14, 17 and 18 of the shipping act of 1916. 

The complainants have indicated that an investigation by 
the department into import storage practices will accomplish the 
ends sought, and have stated that their complaints will be 
withdrawn. 

A copy of the department’s order has been served on all 
carriers, American and foreign, known to be engaged in im- 
port trade at the five North Atlantic ports referred to. 


SALE OF VESSELS 


Senator Bone, of Washington, has introduced S. 3218, a 
bill to amend section 201 of the merchant marine act of 1928, 
so as to permit the sale by the government of idle merchant 
vessels when the vessel sold is to be used by the purchaser 
in any industry not engaged solely in the carriage of persons 
or property by water, when such use will not adversely affect 
existing services or lines and when such use will contribute 
to the development of trade and commerce by aiding the en- 
largement of existing industry or the establishment of a new 
industry; but such vessels shall not be used or employed at 
any time as a floating cannery. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


Conditions in several of the full cargo trades have appeared 
prighter in the last week as a result of various developments. 
In Canada it was expected that favorable action would be taken 
on the Dominion grain bill, which would provide for abolition 
of pegged prices and allow free competition with other grain pro- 
ducing countries. More than usual interest was evidenced in 
the West Indies time charter market, which was due, in part, to 
fear on the part of Cuban sugar growers that the United States 
import duty on sugar might revert to 1% cents, due to the fact 
that the present duty of 9/10 cents a pound is set under the 
Jones-Costigan act, based on the AAA. It was the feeling that 
adverse action on the AAA, which has been under strong pres- 
sure, would nullify the lower sugar duties. 

Two grain cargoes were fixed from Montreal to picked ports 
in the U. K. at 1s 6d, with options at higher rates for July load- 
ing. One of these steamers was 2,633 net tons and the other 
2,135 net. Berth grain business was fair. 

There was a good sized list of transatlantic sugar cargoes, 
among them a vessel of 3,935 net tons from Cuba to U. K. Con- 
tinent on the basis of 12s for August loading, and a steamer of 
1,249 net tons from Cuba to Bordeaux at 14s 6d for July. 

Time charters included a number of round trips in the West 
Indies trade and also several charters for periods of from one to 
four months’ trading in this direction. Long voyage charters 
were again lacking. One intercoastal time charter was consum- 
mated, an American vessel of 3,181 net tons from the North At- 
lantic to North Pacific for August loading. 


In spite of the strike of scrap handlers at New York, one 
fixture from New York was made and a number of others from 
other ports. Scrap iron fixtures included a 2,670 net ton steamer 
from New York to Genoa at $3.90, gross form for July loading, 
a vessel of 2,919 net tons from Baltimore and Savannah to Genoa 
or Savona at $4 gross form for July, and a 1,035 net ton steamer 
from the North Atlantic range to U. K., done on the basis of 
11s 6d if two ports, for July loading. 


Conditions that prevailed in May continued in June in the 
Pacific Coast freight and charter market. Hopes held out for a 
prompt settlement of the strike failed to materialize in full, 
though the outlook for settlement at the close of the month was 
more optimistic than adverse, the report stated. The lumber 
strike still persisted, however, to the detriment of the general 


market. It was predicted that there should be considerable - 


business in store for the future, because, coupled with the in- 
ability of exporters to fill orders in view of labor conditions, 
there were what might be considered reliable reports that Japan 
would place a heavy import duty on British Columbia timber, 
which, it was said, would practically put a stop to this business 
in so far as volume was concerned. This, of course, the report 
added, would naturally react to the advantage of United States 
mills and exporters. 


No full cargoes of grain were fixed for Japan-China or U. K.- 
Continent, although some inquiry was heard for small parcels 
from British Columbia to Japan at about $2.25 a ton. Parcel 
rates in the U. K.-Continent trade were reported as unprecedent- 
edly low, in the neighborhood of 9s 6d to 13s. In the intercoastal 
grain trade one vessel was reported fixed on time charter to load 
a full cargo of wheat in the North Pacific for a voyage to the 
U.S. Gulf or Atlantic Coast. 


The lumber market was demoralized by the strike. In the 
Japan trade many ship operators were quoting space for large 
squares at $6 and on logs at $8.25 for July-August shipment. 
China merchants showed no interest in lumber imports, though 
it was reported that the government railroads had purchased two 
or three cargoes of sleepers for future delivery. Two vessels 
were reported fixed, probably from British Columbia for Aus- 
tralia for July loading, one on a rate basis and the other on 
lump sum. In the intercoastal trade the lumber strike made it 
hecessary for some of the lines to reduce their sailings ma- 
terially, several of the lines being reported to have over half 
their fleets laid up. This resulted in an increased demand for 
general cargo space westbound. Two vessels were fixed for full 
cargoes of lumber from British Columbia ports to the Atlantic 
Coast and it was indicated that other vessels would be fixed 
when the few ports in British Columbia which are still operat- 
ing had cargo lots available. 


In the scrap iron trade one vessel was fixed from California 
to Japan, but the actual position or rate was not stated. The 
rae charter market was again limited to short period char- 
ering. 

The tankers market experienced a fair amount of activity, 
a number of dirty vessels having been fixed from California 
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to various destinations, including Japan, U. K.-Continent, South 
America and coastwise. 

The board of directors of the Maritime Association of the 
Port of New York at a meeting July 9 adopted a resolution 
offered by Eugene F. Moran, chairman of the committee on 
rivers, harbors and piers, urging deepening of the Ambrose 
Channel and anchorages and the North River Channel to a 
point opposite Sixty-ninth St., Manhattan, to a depth of 40 
feet. Copies of the resolution were sent to the chairman of 
the House Committee on Rivers and Harbors, to Mayor La 
Guardia of New York, Commissioner of Docks, and the resi- 
dent Army engineer, New York District. 


VIRGIN ISLANDS AND COASTWISE LAWS 


The Senate commerce committee has favorably reported to 
the Senate S. 754, designed to make the coastwise laws, under 
which foreign vessels are forbidden to enter the coastwise trades 
of the United States, inapplicable to the Virgin Islands of the 
United States, until the President, after a full investigation of 
the local needs and conditions, shall by proclamation declare 
that an adequate shipping service under the American flag has 
been established to such islands. By order of the President 
application of the coastwise laws to the islands has been deferred 
but permanent exemption by law is desirable, according to Sec- 
retary of the Interior Ickes under whose jurisdiction the islands 
are lodged, because St. Thomas,.as a port of call for foreign 
ships, should be protected more definitely than it has been under 
the exemptions granted from time to time by the President under 
the shipping laws. Most of the vessels which call at St. Thomas 
are of foreign registry, and application of the coastwise laws to 
the islands would prohibit such calls. Legislation such as that 
contained in S. 754 has been sought for several years. 


PANAMA CANAL TOLLS 


In June 405 ocean vessels on which tolls of $1,798,449.39 were 
paid transited the Panama Canal, according to the War Depart- 
ment. 

For the fiscal year ended June 30, 1935, there were 5,180 
ocean vessel transits and tolls thereon of $23,307,062.93. In the 
preceding fiscal year the transits totaled 5,533 and the tolls, 
$24,063,789.45. 

For the six months ended with June the transits totaled 
2,571 and the tolls, $11,441,386.99 as against 2,733 transits and 
tolls of $12,492,647.06, in the corresponding period of 1934. 

In June last year the transits totaled 366 and the tolls, 
$1,706,774.58. 


SHIP LINE CONSOLIDATION 


Notice has been served on interested managing operators 
by the Merchant Fleet Corporation that about September 1 
the America France Line and the American Hampton Roads- 
Yankee-Oriole Line, government owned services, would be con- 
solidated with a view to cutting down expenses. The America 
France Line is operated by the Cosmopolitan Shipping Co. of 
New York and the other line by the Southgate Nelson Corpora- 
tion of Norfolk, Va. The American Hampton Roads-Yankee- 
Oriole Line is a consolidation made several years ago. 


INTERCOASTAL CARGO CHARGES 


In No. 216, Procter & Gamble Distributing Co. et al. vs. 
American-Hawaiian Steamship Co. et al., filed with the Shipping 
Board Bureau, reparation is sought on account of assessment of 
an assembling and distributing charge on intercoastal cargo. 

Sears, Roebuck & Co., in Shipping Board Bureau Docket No. 
217, filed against American-Hawaiian Steamship Co., asks rep- 
aration on account of assessment of an assembling and dis- 
tributing charge on intercoastal shipments. 

In Docket No. 189, Fernando Valley Milling & Supply Co. 
et al. vs. American-Hawaiian Steamship Co. et al., which also 
involves pleas for reparation on account of assessment of such 
charges, the following have been permitted to intervene: Fibre- 
board Products, Inc., Italian Food Products Co., Inc., Southern 
California Fish Corporation, The Reardon Co. of California, 
E. M. Smith Co., W. G. L. Smith, Soule Steel Co., Paris Beauty 
Parlor Supply Co., Coast Fishing Co., Rosenberg Bros. & Co., 
Cured Fruit Association of California, Safeway Stores, Inc., 
Niagara Smelting Corporation, Pacific Hard Rubber Co., General 
Food Products Co., M. A. Newmark & Co., E. M. Smith, Inde- 
pendent Pipe & Supply Co., Inc., United Milling Corporation, 
and Wayne Co. 

In No. 184, J. G. Boswell Co. et al. vs. American-Hawaiian 
Steamship Co. et al., involving reparation on account of assess- 
ment of assembling and distributing charges on intercoastal 
cargo, the following have been permitted to intervene: Ameri- 
can Wholesale Hardware Co., Inc., Betty Brooks Co., Inc., 
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Barker Brothers, Inc., John T. Bill and Co., Inc., C. Hager & 
Sons Hinge Manufacturing Co., Inc., Braun Corporation, Robert 
M. Hartwell Co., Inc., the Barlin Co., Bash-Rose Co., Eastern 
Outfitting Co. of Los Angeles, California, Inc., Carter Hardware 
Co., the Landers Corporation, Downie Brothers, Inc., Freight 
Transport Co., Inc., Landers, Frary & Clark, W. P. Fuller & Co., 
Inc., General Electric Supply Co., Inc., Philco Radio and Tele- 
vision, Inc., Jack Goldson, Inc., Grether & Grether, Inc., Hoffman 
Hardware Co., Inc., Klein-Norton Co., Inc., Listenwalter & 
Gough, Inc., Mellus Brothers and Co., Inc., New York Hard- 
ware & Trading Co., Inc., Westinghouse Electric Supply Co., 
Stationers Corporation, Union Manufacturing Co., A. U Morse 
& Co., Plomb Tool Co., Inc., Warren & Bailey Co., Inc., Wilhoite, 
Evans & Cohn, Inc., Southwest Hardware Co., Inc., Winne & 
Sutch Co., R. Schiffmann Co., Inc., Schwabacher-Frey Co., Inc. 
Harry Wilson Sales Agency, Inc., and Kay-Brunner Steel Prod- 
ucts, Inc. 

In Shipping Board Bureau Dockets Nos. 218 and 219, the 
American Crystal Sugar Co. is seeking reparation from the 
Luckenbach Steamship Co., Inc., and the Luckenbach Gulf 
Steamship Co., Inc., respectively, on account of assembling and 
distributing charges. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $50,000 for 
dredging the outer entrance channel in Buzzards Bay, New Bed- 
ford and Fairhaven Harbor, Mass., to 30 feet in depth at mean 
low water. 


INTERCOASTAL TRAFFIC 


In May 62 ships transited the Panama Canal in the United 
States intercoastal trade, Atlantic to the Pacific, carrying 198,164 
tons of cargo, and 65 ships moved from the Pacific to the At- 
lantic with 485,335 tons of cargo, according to the Panama Canal 
Record. 


SHIPPING BOARD BUREAU TRANSFERRED 


Secretary Roper of the Department of Commerce has as- 
signed supervision of the Shipping Board Bureau from himself 
to Assistant Secretary John M. Johnson, recently appointed to 
the vacancy caused by the removal of Ewing Y. Mitchell from 
that office. The bureau for a few months was under the su- 
pervision of Mr. Mitchell. Secretary Roper assumed super- 
vision of it about two years ago. 


WATERWAY TO MOBILE BAY 


Representative .Rankin, of Mississippi, has introduced a 
bill, H. R. 8804, to provide for the construction of the Tennessee 
Valley and Tombigbee River Inland Waterway, not less than 
nine feet in depth, from a. point in the Tennessee Valley to 
Mobile Bay. The waterway, the bill says, is to include a canal 
connecting Bear Creek with the Tombigbee River and the nec- 
essary improvements in the river and creek. 


SHIP SUBSIDY LEGISLATION 


Roosevelt support for ship subsidy legislation is necessary 
if pending legislation dealing with that subject is to get through 
Congress at this session, according to Senator Copeland, chair- 
man of the Senate commerce committee. The chairman indi- 
cated this week he did not have much hope for favorable ac- 
tion on such legislation at this session. If the ship subsidy 
legislation is not passed, President Roosevelt will have until 
October 31 to modify or cancel existing ocean mail subsidy con- 
tracts under the act of 1928. If such legislation is not passed, 
it is expected that the Post Office Department may move to 
make adjustments in the contracts. 


EXTENSION OF WATERWAYS ACT 


The House interstate commerce committee, July 12, ordered 
favorably reported S. 1994, amending the Inland Waterways 
Corporation act to extend the use of joint rail and barge rates 
to the Snake, Sacramento, or San Joaquin rivers. The commit- 
tee amended the bill to include also the Savannah River. 


HIGHWAY TO ALASKA 


Construction of a highway to connect the northwestern part 
of the continental United States with British Columbia, Yukon 
territory and Alaska, is proposed by the House committee on 
roads in a favorable report on S. 1374. 

At the present time no highway connection exists between 
the United States and Alaska, according to the committee. By 
an act approved May 15, 1930, provision was made for a study 
of the highway project, the President having been authorized 
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to designate three special commissioners to cooperate with 
Canadian representatives in the study. The President appointed 
as commissioners Herbert H. Rice, of Detroit, Mich.; Ernest 
Walker Sawyer, at the time assistant to the Secretary of the 
Interior, and Major Malcolm Elliott, Corps of Engineers, U. S. A, 
at the time president of the Alaska Road Commission. 

These commissioners reported that the proposed highway 
was feasible and economically practicable. The present Dill, as 
amended, requests the President to enter into negotiations with 
Canada looking to the construction of the highway. Sections 
in the bill authorizing an appropriation of $100,000 to meet the 
expenses of the negotiations and survey, and an appropriation 
of $2,000,000 for the construction of the highway, were eliminated 
on the recommendations of President Roosevelt and Secretary 
Ickes, of the Interior Department. The question of meeting the 
cost of construction will be taken up after the international] 
arrangements have been completed. 

The proposed highway would be 2,256 miles long, extending 
from Seattle to Fairbanks. Of that mileage, 1,073 miles have 
been completed. It has been estimated the Alaska section wiil 
cost $2,000,000 and the Canadian section, $12,000,000. 


HIGHWAY SAFETY PROPOSAL 


President Roosevelt has been urged by Ted V. Rodgers, 
president of American Trucking Associations, Inc., to use some 
of the four-billion-dollar work relief fund for the “development 
of a national highway safety program which will coordinate 
the present activities of states, municipalities, and organizations, 
and which, through making available to them personnel which 
could otherwise not be employed in this work, will increase tre- 
mendously the value and the results which can be obtained.” 


TRUCK BILL OF LADING 


The American Trucking Associations, Inc., has announced 
that it is urging the drafting of a unifrom bill of lading for 
truck operators. Ted V. Rodgers, president, has appointed a 
committee to study the matter and make recommendations. 
The committee is composed of C. S. Reynolds, Tacoma, Wash., 
chairman; Joseph M. Adley, Hartford, Conn.; Harold W. Butler, 
Philadelphia, Pa.; C. Fair Brooks, Richmond, Va.; William E. 
Humphreys, Washington, D. C.; Arthur G. McKeever, New York 
City, and Robert C. Stockton, Chicago, III. 

“Insurance companies,” says the association, “which handle 
cargo insurance for truck operators, have been desirous that 
the industry determine upon and adopt a uniform bill of lading. 
Many truck operators have not used any bill of lading, and some 
of the larger companies have been using a form modeled after 
the railroad bill of lading. It is believed by many in the in- 
dustry that the latter form is not particularly appropriate for 
use by motor carriers; hence, the desire for a bill of lading 
particularly adapted to motor carrier service.” 


For other motor transport news, see else- 
where items in which other considerations are so 


involved that they cannot be segregated in this 
column. 





FRISCO TRAFFIC MEETING 


A regionally coordinated system embracing all types of 
transportation was predicted for the near future by J. R. Koontz, 
chief traffic officer, Frisco Lines, at a meeting of Frisco traffic 
representatives at the Statler Hotel, St. Louis, July 8. The 
railroads, he said, would be the backbone of that system, and 
because of that fact “it is more vitally important today than 
ever before that railroad men take cognizance of the type of 
transportation the public wants.” Railroads must “gear their 
services to conform to public demand,” he said. Agricultural 
and industrial conditions throughout the Frisco territory, he 
said, indicated a satisfactory outlook for fall and winter traffic. 

J. R. Coulter, general traffic manager of the Frisco, said 
that recent improvements in freight and passenger schedules 
made the service now offered by the Frisco “the best in the his- 
tory of the road.” Other improvements in service are planned, 
he added. 

The need for regulation of truck and bus traffic was stressed 
in a talk by S. S. Butler, assistant chief traffic officer of the 
Frisco. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions —s to practical traffic problems. We do not 
desire to take the place of the traffic man but to —_ im in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Application of Section 1(a) of Rule 29 
of Classification 


Maryland.—Question: I should appreciate very much hav- 
ing your opinion on the following: 

Three 50-ft. flat cars were ordered by the shipper and fur- 
nished by the carrier to transport an airplane, packed in three 
boxes, for export. 

The largest box is 60 ft. 4 inches long and is loaded on 
center car, extending over the other two cars as idlers, The 
smaller boxes weigh 11,800 lbs. and 12,500 lIbs., respectively, 
and are loaded one box on each idler car. 

The carrier assessed the carload rate (1% times first class) 
on 24,100 lbs. (the weight of the longest box) for the first car, 
and on carload minimum weight (16,200 lbs.) for each of the 
other two cars. 

It is claimed that the proper charge is 1% times first class 
rate on 48,600 lbs. (minimum weight for the series of cars), 
which is greater than actual aggregate weight of the shipments, 
as provided by Rule 29 of the Classification. 

Answer: Inasmuch as the rating for airplanes provides that 
the minimum weight of 10,000 lbs. is subject to Rule 34, section 
1(a) of Rule 29 applies on the shipment in question. 

Under the provisions of section 1(a) of Rule 29, charges 
are to be based upon the minimum weight prescribed for the 
longest car used, plus either 24,000 lbs. or the minimum weight 
prescribed for each additional car, whichever is the lower, sub- 
ject to the aggregate actual weight of the shipment, if greater. 


Based on using the minimum weight for one of the cars, 
namely, 16,200 Ibs., plus 24,000 lbs. for each of the other cars, 
the minimum weight would be 64,200 lbs. However, as section 
1(a) provides that charges may be based upon the minimum 
weight for one of the cars, namely, 16,200 lbs., plus the mini- 
mum weights for each of the additional cars, if such charges 
are lower, charges should be based upon the minimum weights 
of each of the 3 cars, or a total of 48,600 lbs., as this weight 
exceeds the aggregate actual weight of the shipment, namely, 
48,400 lbs. The carrier is not using the aggregate actual weight 
of the shipment, which section 1(a) provides must be used if 
such weight exceeds a weight based upon the minimum weight 
for one of the cars and the minimum weight for each additional 
car, but is using the actual weight loaded on one of the cars 
plus the minimum weight for each additional car, which pro- 
duces a weight of 56,500 Ibs. 

In this connection see the decision of the Commission in 
Ryerson & Son vs, Chicago, M. & St. P. Ry. Co., 157 I. C. C. 8, 
in which case the Commission held that the charges collected 
on the shipment which was the subject of this report were 
unreasonable to the extent that they exceeded those which 
would have accrued on a weight of 90,600 lbs., the actual weight 
of the shipment. In this case the Commission states that the 
present rule requires the minimum weight to be based upon 
the aggregate weight of the series of cars used, subject to the 
actual weight of the shipment, if greater. 

The rule which is now in effect is that which the Commis- 
sion referred to in its statement above set forth. 


Tariff Interpretation—General Term Includes All Articles 
Answering That Description 


Minnesota.—Question: Agent Curlett’s Tariff 23-C, I. C. C. 
A412, carrier a rate on knit goods from Seneca Falls, New York, 
to Chicago of $1.13%. His Tariff 37A, I. C. C. A448, has a 
rate of $1.60% on knit goods (made wholly of cotton) from 
Seneca Falls, New York, to St. Paul, Minn. Agent Kipp’s Tariff 
5P, I. C. C. AZ560, provides a rate of .61 from Chicago to St. 
Paul on cotton and wool hosiery. 

We contend that the correct rate on cotton hosiery from 
Seneca Falls, N. Y., to St. Paul should be $1.60%, and on cotton 
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and wool mixed, or, wool hosiery, $1.74%. The carrier contends 
that because of the ruling of the Interstate Commerce Commis- 
sion in Docket No. 20136, 152 I. C. C. 199, the rates in Curlett’s 
Tariff referred to above cannot be applied on hosiery. 

May we have your opinion on this matter? 

Answer: In our opinion the case cited by the carrier, i. e., 
Penney Company vs. Cleveland, C. C. & St. L. Ry. Co., 152 I. C. C. 
199, is not in point, in that it relates to rates published in a 
“Cotton Goods Tariff,” the context and history of which show 
that the tariff applies primarily on cotton goods and, further, 
that there was a specific description of hosiery made wholly 
of cotton, as well as a general description of knit goods in the 
tariff in question, the Commission holding that it was clear that 
the rates in this tariff were never intended to apply on hosiery 
made of a mixture of artificial silk fiber and wool, and that to 
hold that the description “knit goods” would embrace hosiery 
would render the item which covered hosiery made wholly of 
cotton superfluous, as all hosiery would be embraced in the “knit 
goods” description, whether made wholly of cotton or not; that 
such a construction would be contrary to the principle of tariff 
interpretation referred to in Pacific Coast Shippers’ Association 
vs. Akron, Canton & Y. Ry. Co., 136 I. C. C. 607, namely, that 
all provisions of a tariff must be given effect if possible. 

Such an interpretation would also be contrary to the prin- 
ciple that where a tariff carries both a general and a specific 
description of an article, the specific description will take 
precedence over the general. Raymond Granite Co. vs. Chicago 
& E. R. Co., 161 I. C. C. 420. 

If as a matter of fact, and it appears to be so, hosiery is 
knit goods and there is no more specific joint through rate than 
that applying on knit goods, this rate will, in our opinion, 
apply on cotton hosiery, under the principle that a general 
term includes all articles falling within that term even in the 
face of specific rating in the classification. Badger Lumber 
Company vs. Atchison, Topeka & Santa Fe. Ry. Co., 152 I. C.C. 
629, 633, in which case the Commission held that the rule that 
the specific takes precedence over the general has no applica- 
tion where one rate is a commodity rate and the other a class 
rate; that in such cases the commodity rate applies. Grosjean 
Rice Milling Co. vs. Director-General, 89 I. C. C. 395, and the 
cases there cited. 

We are of opinion that your interpretation of the tariff in 
question is correct, if the facts are as stated in the preceding 
paragraph. 


Tariff Interpretation—Application of Section 1(a) of Rule 29 of 
Classification 


Utah.—Question: Please advise the correct minimum weight 
on the following: 

Item 2410 of O. S. L. 7010, I. C. C. 2640, names a minimum 
weight of 40,000 lbs. on structural steel as described in Item 
85. When two cars are used paragraph B, Section 1, Rule 29, 
of Consolidated Freight Classification No. 9, provides that when 
a carload shipment requires, on account of length, two or more 
open cars, and the articles are not subject to Rule 34, take the 
minimum weight prescribed for a single car and add 24,000 lbs. 
for each additional car. By using 40,000 lbs. minimum in Item 
2410 of the above named tariff and adding to this 24,000 lbs. 
for the additional car, would make the weight for freight pur- 
poses 64,000 Ibs. 

However, we contend that the weight should be constructed 
by use of the classification minimum carload weight of 36,000 
Ibs., and adding to this 24,000 lbs. for the additional car, the 
weight on which the freight charges should be assessed would 
be only 60,000 lbs. We contend that the commodity tariff is 
subject to interpretation in the light of the classification but 
the commodity tariff is first governing. The commodity item 
does not say the carload minimum is 40,000 lbs., it merely states 
that the minimum weight is 40,000 lbs. and it is presumed to be 
the minimum weight for a single shipment. The minimum 
weight for two cars can only be determined by consulting the 
classification and basing computations on the minimum pre- 
scribed therein of 36,000 lbs. 

If the commodity item stated that 40,000 lbs. was the car- 
load minimum weight, we believe this would change the status 
of the matter, but it merely says 40,000 lbs. minimum, which is 
presumed to be the minimum weight for a single shipment, that 
is, a shipment delivered to the carrier on one day and on one 
bill of lading. , 

Will you please advise which method is proper and support 
same with decisions of the Commission, if possible? 

Answer: We are unable to locate a decision of the Commis- 
sion in which this question has been specifically at issue, 

However, in Furnishing Cars of Extra Length, 196 I. C. C. 
317, the Commission apparently was considering commodity 
rates when stating that Rule 29 of the Classification provides 
that when a carload shipment required, on account of length, 
two or more open cars for transportation, the minimum weight 
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to be charged for the series of cars shall be determined on 
the minimum weight prescribed for a single car, plus 24,000 lbs. 
for each additional car used; that under this provision, which 
had its approval is Consolidated Classification Case, 54 I. C. C. 
1, 21, charges on a shipment of structural iron and steel of 
extra length, weighing 36,000 lbs. or less, actually requiring two 
or more open cars, would be based on 60,000 lbs., and would be 
66% per cent or more in excess of charges which would accrue 
if based on the actual weight; that on a shipment weighing 
40,000 lbs., the charges would be 50 per cent more than charges 
based upon the weight actually shipped; that Rule 29 applies 
only when, because of the length of the load, more than one 
car is required. 

The Commission in this case states that in Southern and 
Official Classification territories carload minima of 36,000 and 
40,000 lbs., respectively, are applicable generally on structural 
and most other forms of manufactured iron and steel articles, 
regardless of the length of car used. 


Delay—Liability of Carrier 


Illinois —Question: Please let us have your opinion, with 
citations, as to a carrier’s liability for damages caused by de- 
lay in the delivery of a shipment. Also whether an offer on 
the part of the carrier to assume part of the loss can be held 
an admission of negligence on the carrier’s part. 

The shipment in question was delayed long beyond the time 
which would be rquired to deliver a shipment under ordinary 
circumstances. Inquiry was made repeatedly by the consignee 
of the carrier’s representative but without success, in locating 
the shipment. As a matter of fact, it was in the carrier’s ware- 
house. Subsequently the freight was delivered to a private 
warehouse, where it was finally located and delivery taken by 
the consignee. A claim was filed for damages based on the 
cost of the overdue shipment. The carrier maintains that 
proper notice was given, but admits some responsibility on 
the part of their representative in not following up the matter. 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which the carrier’s 
extraordinary liability is founded does not extend to the time 
expended in transporting the goods. Hence the rule is one of 
general application that, in the absence of special contract 
binding a carrier to deliver within a specified time, mere delay 
in transportation does not create any liability to respond in 
damages. 

As to the diligence and care required in completing an 
express or implied contract for transportation only, the rule is 
that the carrier is bound to use reasonable diligence and care 
and that only negligence will render it liable, unless a stipulated 
time is fixed in the contract. 


Where goods are tendered to a carrier for transportation, 
it is bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within 
the knowledge of the shipper, and, if it fails in its duty in this 
respect, a delay in the transportation of the goods will not be 
excused, and that, too, irrespective of the nature of the cause. 


When a carrier has complied with its duty in respect of 
giving notice, it should not be held responsible for the delay 
which it cannot prevent if the shipper still insists upon deliver- 
ing his property for shipment. 

If the carrier has a reasonable equipment for all ordinary 
purposes, and the delay is occasioned by an unusual press of 
business, but the carrying is done with reasonable expedition 
under the circumstances, then it is not responsible for the 
delay. 

Obstructions and accidents, however, which will excuse 
delay in the carriage of goods do not put an end to the con- 
tract to carry. The utmost indulgence the carrier can claim 
from them is delay beyond what would otherwise have been 
a reasonable time for their carriage and delivery to consignee. 
As soon as the impediment to their transportation is removed 
he must proceed with them, and complete the performance of 
his contract without further delay. 

We can locate no cases which apply this principle to goods 
which, as we understand is true in the instant case, were held 
in the carrier’s warehouse at point of destination during the 
time inquiry was being made of the carrier’s representative, 
but it is our opinion that this principle is applicable thereto. 

Although the carrier may have delayed the carriage for an 
unreasonable length of time, the bailor is still bound to receive 
the goods when tendered where delivery is required to be 
made, and cannot refuse them and hold the carrier liable for 
their value, and though the carrier may delay ever so long the 
shipper cannot charge him with a conversion, or for the value 
of the goods, if they are safely kept, unless they have been 
demanded of the carrier:and their delivery refused. 

Whether notice of arrival was given the consignee is a 
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question of fact, the burden of proof being upon the carrier 
to show that such notice was given. 

The law favors the settlement of controversies out of court, 
for which reason a person is entitled to “buy his peace,” or to 
endeavor to do so, without danger of being prejudiced in case 
his efforts fail. It is therefore well established that it is not 
permissible to show that one party to the litigation has offered 
to compromise. The rule in this respect excludes not only 
the bare fact of the offer, but also all that occurred during the 
negotiations, including admissions made for the purpose of 
reaching an agreement as to an amicable settlement, and it 
applied with equal force whether the offer was made by the 
party against whom a claim is asserted or by the party who 
asserts a claim, and whether the offer was made before or after 
the commencement of the action. Reasons for the rule, in addi- 
tion to those already stated, are found in the fact that an 
offer of compromise, being made tentatively and hypothetically, 
and with a view avoiding controversy and saving the expense 
of litigation, does not, in legal contemplation, involve an ad- 
mission on the part of the defendant that he is legally liable, 
or on the part of a plaintiff that his claim is groundless or even 
doubtful, and in the further fact that if the evidence should 
be received it would have a tendency to mislead the jury, who 
might well take the offer to indicate that in law it does not 
indicate, 

Damages—Measure of—Freight Charges 


Indiana.—Question: Our merchandise is sold F. O. B. des- 
tination. A shipment was lost, causing the customer to cancel 
his order. A claim was filed for the selling price, which in- 
cluded the freight charges. The claim was paid by the car. 
rier. 

Later on the carrier located the shipment and it was for- 
warded to the consignee, who refused it. The carrier then 
returned it to us for credit. The shipment is in good condi- 
tion and can be resold at the original price. The shipment 
was returned to us dead-head, but on the outbound movement 
we paid $1.65 freight charges. What is the basis for settlement 
with the carrier? 

Answer: A consignee may not refuse goods because of de- 
lay, but must accept and hold the carrier liable for injury re- 
sulting from the delay. 

It has been held that it is the duty of a consignee to accept 
a shipment delayed in transit, regardless of the length of the 
delay, for the reason that delay in delivery of goods, even 
though it is such as to render the carrier liable, does not con- 
stitute conversion and the measure of damages is not the value 
of the goods, since the bailor still retains his ownership, but 
the loss proximately caused by the delay. See Higgins vs. U.S. 
Express Co., 85 Atl. 450; Bullock vs. C. & W. C. Ry. Co., 64 S. E. 
234; Moody vs. Sou. Ry. Co., 60 S. E. 711, and Baumbaugh vs. 
G. C. S. F. Ry. Co., 23 S. W. 693. 


The shipper is considered to be compensated in receiving 
the destination value (in the present instance the selling price) 
for freight charges paid to the carrier. Inasmuch as, in the 
present instance, the carrier has returned the goods to the 
shipper, instead of insisting upon their acceptance by the con- 
signee, and has, therefore, conferred no benefit upon the shipper 
by the transportation of the goods, it is our view that the 
carrier should accept a refund of the amount paid in settlement 
of the shipper’s claim, minus the amount of the freight charges. 


Routing and Misrouting—Switching vs. Line Haul for Terminal 
Carrier 


Ohio.—Question: A car is destined to an industry on the 
X Railroad at A. This line, not being a party to the joint 
through rate, delivery is effected by switch movement. It is 
contended, and for argument sake we assume no reciprocal 
switching arrangement is in effect and that to effect delivery 
without extra charges, the originating carrier must give the X 
Railroad the line-haul movement. The originating carrier must, 
we contend, allow the terminal carrier at all competitive des- 
tinations, where a certain delivery cannot be effected, a line 
haul movement, unless there are switching facilities; or there 
is discrimination against the shipper located on that other 
line, in this case the X Railroad. It is not essential to show the 
word “delivery,” if the shipper elects to show routing. To pro- 
tect his own interests we contend it is better to omit the word 
entirely, unless he is quite familiar with switching facilities at 
destination and desires that the originating carrier receive the 
entire haul. Where there is reciprocal switching and the word 
“delivery” is omitted by the shipper, it is a principle of routing, 
as shown, to give the terminal carrier a line-haul movement, 
but not compulsory for the originating carrier:to do so. The 
shipper’s interests are not involved. On the other hand, when 
there is no reciprocal switching arrangement, should the ship- 
per show the word “delivery” in connection with the terminal 
carrier, the originating carrier is guilty of misroute if it elects 
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“PLEASE 
PASS 
the 

SUGAR’ 


T ISN’T NEWS when the men of the freight department 

“talk shop” at luncheon. They always do, for it’s an absorb- 
ing business. Recently, one of them made a daring statement. 
He said, “There isn’t one commodity used in daily life that 
isn’t handled by Southern Pacific’s freight service.” Someone 
interrupted with, “Please pass the sugar.” And here’s the story 
of sugar, as these men discussed it. . . 

Recent statistics show that United States refined and mar- 
keted 3,980,000 tons of domestic cane sugar and 1,450,000 tons 
of beet sugar in 1934. During that year Southern Pacific Lines 
carried more than 50,000 carloads — about 1,000 cars per week 
—of sugar, molasses, sugar cane, sugar beets and beet seed 
for the refineries in California, Utah, Texas, Louisiana and 
the West Coast of Mexico. 

Yes, Southern Pacific handles a heavy portion of this “sweet 
cargo.” In fact there isn’t anything too big or too small for us 
to handle. Whatever your shipment may be—sugar, lumber, 
perishables, livestock or merchandise — and wherever it is con- 
signed, Southern Pacific will handle it carefully, swiftly, safely. 
Let us help you with your freight problems. 


COAST TO COAST TRANSPORTATION SERVICE 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Commission and the Shipping Board Bu- 
reau in the current week, enabling you to get copies 
of those that will change your rates, well in advance 
of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads and the steamship lines 
must file short notice applications with the Commis- 
sion and the Shipping Board Bureau, respectively. 
These applications are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the list of “Permissions” (short notice changes 
which are allowed by the two regulatory bodies). 
Information of this kind, received in advance of a 
change in one single instance, may save you more 
than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN receive 
free of charge the quarterly dockets of the Consoli- 
dated Classification Committee, listing the changes 
currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned by the Com- 
mission and the Shipping Board Bureau, express 
tariffs, and steamship sailings. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$5.00 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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to take the entire haul, the same as carriers would be guilty 
of misroute, should the shipper omit “delivery” and the originat- 
ing carriers elect to take the entire haul where there was no re. 
ciprocal switching arrangement at destination. 

Answer: The presence or lack of reciprocal switching at 
destination has no bearing upon the duty of the initial carrier 
under a bill of lading which shows the name of the terminal 
carrier without qualification, it being the duty of the initial 
carrier in either event to give the terminal carrier a line-haul 
movement, under the decision in Fechheimer Steel & Iron Co. 
Ve. Pa. BR. H..Co., 61 1. ©..C. 198. 

The decision in the Fechheimer case involved a shipment 
which, had the shipper used the term “delivery” in connection 
with the terminal carrier, would have moved via a route via 
which the initial carrier would have absorbed the switching 
charges of the terminal] carrier, but which, under the shipper’s 
specification of the terminal carrier without the qualifying word 
“delivery” imposed the duty upon the initial carrier to forward 
the shipment via a route which would give the terminal carrier 
a line haul, but via which route a higher rate applied than via 
the other route. 

If the terminal carrier is not a party to the joint through 
rate, the shipment must be forwarded via a route over which 
the lowest combination rate applies and which affords the ter- 
minal carrier a line-haul movement. 

When the term “delivery” is shown in connection with the 
terminal carrier, the duty of the initial carrier is to forward the 
shipment via the cheapest route via which that delivery may be 
effected, whether by switch movement or line-haul movement 
on the part of the terminal carrier specified by the shipper in 
the bill of lading. 


Tariff Interpretation—Generic Commodity Rate Item vs. 
Classification Rating 

Pennsylvania.—Question: There seems to be considerable 
difference of opinion regarding the application of rates pub- 
lished in commodity tariffs, therefore, I would appreciate an 
expression of your views regarding the matter. 

The point involved is whether the application of a rate on 
an article is restricted to the description under which the article 
is classified in the Consolidated Freight Classification or whether 
the article may be classified or grouped under a description 
shown in the commodity tariff, disregarding the provision under 
which it is classified in the Consolidated Classification. In other 
words, when a special entry is shown in the Consolidated 
Freight Classification and no similar provision is made in the 
commodity tariff, may the article be grouped under N. 0.1. B.N. 
provision carried in a commodity tariff? It has always been 
my view that a N. O. I. B. N. provision in a commodity tariff 
only permits the inclusion of items classified under the same 
description in the Consolidated Freight Classification. It seems 
to me that when a specific entry is provided in the Consolidated 
Freight Classification a commodity rate cannot be applied on 
the article unless the same specific entry is published in the 
commodity tariff. My view is supported by the following quo- 
tation which appears in most commodity tariffs: 

Application of classification descriptions, rules, minimum weights 
and packing requirements in connection with commodity rates. 

Commodity rates on the articles specified in this tariff are sub- 
ject to the description (including packing requirements) minimum 
weight, estimated weights and all other rules of the classification and 
exceptions thereto, if any, which govern the class rates from and to 
the same point, unless it is provided in connection with the indi- 
vidual items, that said classification provisions will not govern. Where, 
in connection with individual items, specific carload minimum weights 


are stated, such specified minimums take precedence over the carload 
minimum weights established by the governing classification. 


Answer: In Thilmany Pulp & Paper Company vs. Nelson & 
Albemarle Ry. Co., 104 I. C. C. 186, the Commission held that 
the fact that the classification description more specifically 
describes the article shipped does not prevent the commodity 
rate from applying, citing Grosjean Rice Milling Co. vs. Direc- 
tor General, 89 I. C. C. 395, 396, in which case the Commission 
held that where an article is clearly embraced within the generic 
commodity description, and neither the tariff nor governing 
classification discloses a contrary intention, the Commission 
had found the commodity rate applicable, even though the 
classification description was more specific (Frost & Co. Vs. 
Director General, 57 I. C. C. 755). This Has also been the find- 
ing of the Commission even though the particular article was 
not in contemplation when the commodity item was framed. 
‘: = ie State Highway Department vs. Director General, 69 
1. C2, a 

In Electric Machinery Mfg. Co. vs. M. St. P. & S. S. M. Ry. 
Co., 159 I. C. C. 291, the Commission held that a commodity 
rate item applying on machinery and machines N. O. I. B. N. 
would apply on a shipment of electric motors, even though they 
were specifically rated in the classification. It held that the 
description N. O. I. B. N., as used in the commodity tariff, re- 
ferred to machinery and machines not otherwise indicated by 
name in the commodity tariff and would include electric motors. 
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SHIP via 
GREAT 
NORTHERN 
Railway 


Between ST. PAUL, MINNEAPOLIS, DULUTH, 
WINNIPEG, PORTLAND, SEATTLE, TACOMA, 
TRAVEL SPOKANE, KLAMATH FALLS, SACRAMENTO, 
OAKLAND, SAN FRANCISCO, VANCOUVER and 
On the VICTORIA, B. C., and Intermediate Points. 


EMPIRE 
BUILDER 


COMPLETELY AIR-CONDITIONED 















Via SCENIC GLACIER PARK ROUTE between 
CHICAGO, TWIN CITIES, SPOKANE, SEATTLE, 
TACOMA, PORTLAND, other NORTHWEST 


B. Beidelman A. J. Dickinson 
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If time is worth money to you— 
you should be a subscriber to 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Shipping 
Board Bureau, shippers or carriers, and the 
delivery of full information into your hands. 
That is why so many railroad and industrial 
traffic men are regular DAILY subscribers. 


They know they can depend on the DAILY 
to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—justas ifthey had their own represent- 
ative at the Commission, or Shipping Board 
Bureau, or at meetings elsewhere, to keep 
them posted. 


They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
8 complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 


The cost is reasonable because it is spread 
over a large number of organizations whose 
service requests are grouped” to minimize 
expense. 


Ask us to place your name on the DAILY 
mailing list for two weeks, without obliga- 
tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 


418 South Market Street 
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Personal Notes 





2-O-O--8--8--Oy 


Ralph R. Shultz, traffic manager, White Motor Company, 
Cleveland, Ohio, has resigned, effective August 1. 

J. J. Bernet, president of the Chesapeake and Ohio, the 
Nickel Plate and the Pere Marquette, died July 5. 

Kenneth R. Stahl, manager, Manufacturers’ Traffic Bureau 
of the Chamber of Commerce, St. Joseph, Mo., died July 4. 

The Maritime Association of the Port of New York elected 
the following new directors at a meeting July 10: One-year 
terms, John M. Franklin, vice-president, International Mercan- 
tile Marine Company, and James J. Maguire, steamship mana- 
ger, Socony-Vacuum Oil Company, Inc.; two-year terms, J. J. 
Kelleher, general traffic manager, United Fruit Company, and 
Daulton Mann, executive vice-president, Grace Line. 

Harry C. Fryman, hotel man and former member of the Los 
Angeles police commission, has been appointed to the Los An.- 
geles Board of Harbor Commissioners by Mayor Frank L. Shaw. 
His appointment was confirmed by the Los Angeles city council, 
He succeeds Gerald C. FitzGerald, whose term expired June 30. 





Doings of the Traffic Clubs 





Formal applications for membership in the Associated 
Traffic Clubs of America have been made by the Milwaukee 
Traffic Club, Central Ohio Traffic Club, and the Traffic Club of 
Galveston. A mail vote of the board of directors is being taken 
on the applications. These additions will bring the member- 
ship of the association to $3 clubs. The October convention 
of the association will be held in Indianapolis, October 15 and 
16, with a meeting of the board of directors October 14. The 
Indianapolis committee is already busy on arrangements for 
the convention. 





The summer picnic of the Traffic Club of Denver will be 
held at Eldorado Springs, Colo., July 20. A picnic dinner will 
be served. 

Harry Hawley, Sr., spoke on “United States Customs,” at a 
luncheon meeting of the Traffic Club of Galveston, at Mur-. 
doch’s cafe July 8. F. G. Robinson, president of the club, pre- 
sided. The speaker was introduced by P. N. Haskell, who was 
in charge of the program. 





At a meeting of Railroad Enthusiasts, Inc., central divi- 
sion, in the rooms of the Traffic Club of Chicago, Palmer House, 
Chicago, July 10, subjects for discussion were railroad air con- 
ditioning and high speed freight service. Alex Mazeka, direc- 
tor-counselor of the group, told of his trip to Magnolia, Ill, 
June 30, where he witnessed the destruction of two obsolete 
locomotives by collision. 





The Birmingham Traffic and Transportation Club will hold 
a luncheon meeting at the Thomas Jefferson Hotel July 17. 
I. B. Tigrett, president, Gulf, Mobile and Northern, will be the 
speaker. A special inspection of the G. M. & N.’s new Rebel, 
for members of the club only, will take place before the lunch- 
eon. At this meeting members will vote on the question of rati- 
fying the resolutions opposing railroad labor legislation adopted 
at the Virginia Beach meeting of the Associated Traffic Clubs 
of America 





The Traffic Club of Chicago will hold a golf outing at the 
Calumet Country Club July 18. Another is scheduled for August 
15 at the Glen Oak Country Club. 





Ethel V. Flomerfelt, Pere Marquette Railroad, was elected 
president of the Women’s Traffic Club of Detroit, at the organ- 
ization meeting of that club, at the Women’s City Club, July 8. 
There are twelve charter members. Other officers elected 
were: First vice-president, Matilda C. Woolgan, Berry Broth- 
ers; second vice-president, Mary Farrell, Detroit, Toledo, and 
Ironton; treasurer, Mary J. Sheehan, Ford Motor Company; 
corresponding secretary, Katherine R. McManus, Pere Mar- 


quette. Sarah O. Seamer, Universal Carloading and Distribut- 
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WATCHING SERVICE 


A highly specialized service, the purpose of which 
is to advise the shipper promptly of rate changes and 
action of the Interstate Commerce Commission and 
Shipping Board Bureau of the Department of Commerce 
in all matters coming before those bodies in which he 
may have an interest. It is a comprehensive service, 
covering your traffic and, of equal importance, your 
competitors’ traffic. Prompt advice in the above 
respects is essential to a maintenance of proper rate re- 
lationships, a matter of utmost importance to the shipper. 

On advice as to your plant location, your inbound 
and outbound commodities, and, in general terms, their 
origin and destination, we keep you constantly informed 
on all matters that may affect the rates on which you ship. 

All rate changes published in tariffs filed with the 
Commission and Shipping Board Bureau; complaints, 
petitions, and applications filed with the Commission 
and Shipping Board, including applications for publica- 
tion of rates on short notice and petitions for suspension 
of rates, and the action of the Commission and Shipping 
Board Bureau thereon, are promptly reported. c. 
porting documents are forwarded without cost, except 
where a cash outlay is necessary. 

The service is your insurance against losses that may 
result when you fail to receive a new tariff or supple- 
ment from the carriers; when rates are changed on short 
notice and you don’t hear about the change in time; 
when the Commission suspends a reduced rate on 
which you ship or an increased rate on which a com- 
petitor ships; when you fail, through lack of knowledge 
of its publication, to petition the Commission. or 
Shipping Board Bureau for the suspension of an 
unfavorable rate on which you ship, or one that unduly 
favors your competitors; if there is a transit service you 
have overlooked, or if transit privileges at any point 
are to be cancelled. 

The service goes far beyond that ordinarily and 
usually available. 

n your request we will (a) place your inquiry on 
our ‘docket’ and advise you of any action taken by the 
Commission or parties in interest to any proceeding; 

b) furnish any government document, including 

ongressional bills; (c) reproduce, or prepare a 
digest of, complaints, testimony, briefs, proposed 
reports, and decisions in proceedings before the 

ommission or Shipping Board Bureau when copies are 
not available; (d) interpret tariffs filed with the 

ommission or Shipping Board Bureau; (e) advise as to 
the liability of common carriers of goods; (f) analyze and 
digest decisions of the courts and Commission in carrier 
rate and regulatory matters; (g) act as your Washington 
contact representative. e only limita ion is that the 
amount of work involved shall not be too extensive. 

It is a service you should not be without, and the 
cost is moderate. 

Additional information about this service and the cost 
are yours without obligation if you will write to the 


Special Service Department 
of the 


TRAFFIC SERVICE CORPORATION 


708, Earle Building Washington, D. C. 
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ing Company, New York, was present and assisted in the work 
of organization. 





The Traffic Club of Memphis will hold a stag barbecue at 
the Silver Slipper, eleven miles from Memphis, July 20. 





The Portland Industrial Traffic Club will hold its annual 
picnic at Crystal Lake Park, Milwaukie, Ore., July 14. There 
will be a shipper-carrier baseball game and a long program of 
other sports for men, women and children. Refreshments will 
be served. 





The Miami Valley Traffic Club will hold a golf tournament 
at the Elks’ Country Club, Hamilton-Middletown, Ohio, July 18. 
Dinner will be served in the evening. 





The Traffic Club of Minneapolis held a moonlight steam- 
boat excursion, aboard the S. S. Capitol, on the Mississippi 
River, July 12. The annual golf match between teams from 
the club and the Transportation Club of St. Paul will be held 
July 15 at the Midland Hills Country Club. Club members will 
furnish the transportation for a group of mothers and children 
to the Salvation Army camp at Silver Lake July 27. The club 
has submitted a plan of group insurance to its members for a 
mail vote. 





The Traffic Study Club of Akron will hold its annual golf 
tournament at Fairlawn Country Club August 6. Dinner will 
be served in the evening. Lee Adams is chairman of the com- 
mittee in charge. : 





The Omaha Traffic Club will hold a golf party and dinner 
at the Field Club July 18. B. C. Simpson is chairman of the 
committee in charge. M. B. Moore is in charge of transporta- 
tion and C. W. Harlow is in charge of the dinner arrangements. 





The educational committee of the Traffic Club of Dallas 
has prepared an outline of study to be used by the two study 
groups sponsored by the club in a series of educational sessions 
to begin September 16. The outline for the junior study group, 
members of which will be employes of railroads and industries 
and high school students, covers seven subjects: Public speak- 
ing, the commerce clause of the Constitution; the Commission’s 
tariff filing rules; the tariff, its title page, table of contents and 
its application; the checking of rates; the English language, 
with particular reference to the interpretation of tariffs, and the 
use of the dictionary in tariff work. For the senior group, mem- 
bers of which must have had three years’ experience in trans- 
portation or traffic, and which includes instructors in public 
schools to whom no such limitation is applied, the outline in- 
cludes: Public speaking, advertising, the applicable portions of 
the Constitution; federal statutes regulating commerce; the Eng- 
lish language with particular application to traffic and transpor- 
tation; the use of the dictionary in traffic work; rules of prac- 
tice before the commission. Non-members of the club are eligi- 
ble for either group. The educational committee consists of the 
following: Van B. Myers, Atlantic Oil Products Company, chair- 
man; F. A. Leffingwell, Texas Industrial Traffic League; Fred 
Schweickhardt, Primrose Petroleum Company; George Adamcik, 
Northern Pacific Railway; R. T. DuBose, M. K. and T.; Marvin 
Archer, Rock Island Lines; W. B. Simpson, Frisco Railroad; 
J. R. Richardson, M. K. and T.; E. G. Koeneman, Union Pacific. 
The last four are non-members of the club. 


INEXPENSIVE TRAIN MEALS 
The introduction of steam-table service in coaches and 
tourist sleepers on the Chicago and North Western-Union Pacific 
Los Angeles Limited, makes it possible for passengers to eat 
for as little as 90 cents a day. Minimum charges are for break- 
fast, 25 cents; lunch, 30 cents and dinner, 35 cents. The new 
service is an added effort to reduce costs of travel by train. 


TRANSPORTATION ASSOCIATION ADDS DIRECTORS 

The following have been added to the board of directors of 
the Transportation Association of America: Orval W. Adams, 
executive vice-president, Utah State National Bank, Salt Lake 
City, Utah; Henry T. DeBardeleben, president, DeBardeleben 
Coal Corporation, Birmingham, Ala.; M. L. Fleishel, president, 
Putnam Lumber Company, Shamrock, Fla.; James L. Madden, 
vice-president, Metropolitan Life Insurance Company, New York, 
N. Y.; Stuyvesant Peabody, president, Peabody Coal Company, 
Chicago, Ill.; A. E. L. Gardner, Clayton, Mo.; J. A. Hoffman, 
vice-president, the Motor Haulage Company, Inc., Brookly?, 
N. Y.; E. C. Nettles, general traffic manager, General Foods 
Corporation, Battle Creek, Mich., and Harold W. Roe, traffic 
manager, Mid-Continent Petroleum Corporation, Tulsa, Okla. 
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Newest Inland 
North Atlantic Seaport 
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Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 
The greatest consuming population in the United 
States. 
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SHIP 


VIA THE 


ST.LOUIS 


Harbor—30 ft. deep with 1,000 ft. turning basin; GATEWAY 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Pert District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 






Albany Port District Commission a 
74 Chapel Street, Albany, N. Y. “A SERVICE INSTITUTION’. 
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COMMERCE 
BUILDING 


CARTAGE 
COSTS 


Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 


new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Eighth Ave., 
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Digest of New Complaints 





No. 26978, Sub. No. 2, Manufacturers’ Foundry Co., Waterbury, Con) 
vs. N. Y. N. H. & H. et al. ; 
Unreasonable rates, molding sand and foundry sand, points ; 
N. J. and N. Y. to Waterbury, Conn. Asks Cease and desi 
order, rates“and reparation. (J. H. Sturtevant, atty., 101 Mj 
St., Boston, Mass.) 
No. 26978, Sub. No. 3, Waterbury Farrel Foundry & Machine ( 
Waterbury, Conn., vs. N. Y. N. H. & H. et al. 

Unreasonable rates, molding sand, core sand and foundry san 
points in N. Y., N. J. and Mass., to Waterbury, Conn. Ak Ceag 
and desist order, rates and reparation. (J. H. Sturtevant, atty 
101 Milk St., Boston, Mass.) 7 

No. 27029, Ryon Grain Co., Lansing, Mich., vs. Lehigh Valley et q 

Rates in violation sections 1 and 3, buckwheat, between poinij 
in N. Y., Mich. and Ill. Violation of section 3 alleged as regyj 
of placing lower rats on buckwheat from surrounding territori« 
and not publishing and applying the same percentage rates frop 
Trumansburg, Attica, Kings Ferry and Moravia, N. Y., to Cadilly 
and Quincy, Mich., and Chicago, Ill. Ask cease and desist order 
rates and reparation. (Robert A. Peckens, practitioner, 327 Hg. 
lister Bldg., Lansing, Mich.) 

No. 27039, Hooven & Allison Co. et al., Xenia, O., vs. B. & O. et q 

Unreasonable rates, binder twine and sisal, New Orleans, La 
to Xenia and Newark, O., the twine and sisal having been dan. 
aged by fire and water aboard ship in Gulf of Mexico and 
which certain rates were to be applied but which were not. Ask 
reparation. (R. A. Ellison and A. G. Linnemann, t. mgrs., Neay 
Bldg., Cincinnati, O., and Harry S. Elkins, atty., 980 Munse 
~Bldg., Washington, D. C.) 

No. 27041, S. Schapiro & Sons, Inc.. Baltimore, Md., vs. B. & O. et a 

Rates and charges in violation section 3, rags or shoddy dust, 
points in N. Y., N. J., Del., Pa., Md., Va. and W. Va., to Balt. 
more, Md. Unduly preferential to Rochester, N. Y. Asks ceag 
and desist order and rate. (William G. Hayden, t. m., 632 Presi. 
dent St., Baltimore, Md.) 

No. 27042, Whitall Tatum Co., Philadelphia, Pa., vs. Western Mary. 
land et al. 

Unreasonable rates and charges, ground limestone, Thomas. 
ville, Pa., to Millville, N. J. Asks reparation. (E. I. Lukens, t. m, 
Terminal Commerce Bldg., Philadelphia, Pa., and J. B. Zink, prac. 
titioner, 822 Integrity Bldg., Philadelphia, Pa.) 

No. 27043, Ohio Salt Co., Wadsworth, O., vs. A. & W. et al. 

Rates, package salt, Rittman, O., to points in Mo., Kan., Neb, 
Ia., Minn., Wis., and southeastern S. D., including Sioux Falls, 
S. D., in violation of sections 1 and 3. The undue preference allegei 
being for competitors in the so-called Kansas field. Asks new 
gates. (William W. Collin, Jr., atty., 928 Frick Bldg., Pittsburgh, 

a. 

No. 27044, Deisel-Wemmer-Gilbert Corporation, Detroit, Mich., vs. N. 
Y. N. H. &'H. et al. 

Rates, unmanufactured tobacco, points in Mass. and Conn., to 
Lima and Van Wert, O., in violation of sections 1, 3 and 4, the 
undue preference alleged being for competitors at Louisville, Ky. 
(H. E. Weldgen, practitioner, Old Natl. Bank Bldg., Lima, 0.) 

No. ~— Manassa Timber Co., St. Louis, Mo., vs. Illinois Central 
et al. 

Charges, piling, points in Miss. and Mo., in violation of section 
6 by reason of the imposition of them on alleged erroneous weights, 
Asks reparation. (C. E. Russell, registered practitioner, St. Louis, 















No. 27046, Holly Sugar Corporation, Colorado Springs, Colo., vs. A 
T. & S. F. et al. 
Rates, crushed stone, Sloan, Nev., to Dyer, Calif., in violation 
section 1. Asks new rates and reparation. (Lowe P. Siddons, t 
m., P. O. Box 1052, Colorado Springs, Colo.) 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The. Traffic World. New assign 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


July 15—Washington, D. C.—Director Sweet: 

Finance No. 9952—Reorganization of the C. & E. I. Ry. under the 

amended bankruptcy act. 
ute 15—Wichita, Kans.—Allis Hotel—Examiner J. Edgar Smith: 
13535—Corp. Comm. of Okla. vs. A. & R. et al. 

13800—J. A. Waldrop et al. vs. A. T. & S. F. et al. 

14880—Dallas C. of C. et al. vs. A. & R. et al. 

14416—Little Rock Bd. of Commerce vs. A. & Sn. et al. 

15463—-St. Louis C. of C. et al. vs. A. & R. et al. 

1. & S. No. 2097 and 2271—Rates to Swn. destinations, 95 I. C. ©. 
188, on reargument. 

Fourth Section Applications or portions of App. Nos. 462, 563, 634, 
— a 1005, 4486, 4487, 4491, 4648, 12442, 12446, 12524, 12543, 
an " 

Supplemental fourth section orders 9500 and 9600. 

July 15—Washington, D. C.—Examiner Molster: 

Finance No. 10876—Application Erie Railroad Co. for an order undér 
section 5 (4) of the interstate commerce act authorizing the ex 
tension of lease by the Long Dock Co. of its property and rail- 
road to the Erie Railroad. 

July 16—Louisville, Ky.—Brown Hotel—Examiner Snider: 

26930—M. Fine & Sons Manufacturing Co., Inc., vs. B. & M. et @ 


July 16—Rhinelander, Wis.—Federal Bldg.—Examiner Cheseldine: 
1. & S. No. 4092—Lumber from Wisconsin to Minnesota. 








SUIS 


y AGE 77 
en eriniomemnenamccms The Traiie Peril == 


TIME means MONEY 


FOR SHIPPER AND CUSTOMER 


Increasing demand of shippers and custom- 

ers for “VIA SEATTLE” routing is due to 

obvious business reasons. Savings made by 

the SHORTER route—superlative service 

enjoyed thru Seattle’s mammoth modern 

port facilities—greatest on the Pacific— 

these are values wisely considered by every 
shipper and traffic expert. 

18 steamship lines, 4 great 

transcontinental railroads 

serving Seattle, give you some 

idea of extensive service. In 

addition Seattle affords the 

N largest and finest in storage 

Teoauereteet and facilities for quicker dis- 

18 Steamship Lines patch—with greatereconomy. 


For Particulars Write 
PORT OF SEATTLE, 
Bell St. Terminal. Seattle, U.S.A 


AMERICAN 
MARKETS 


IS 


NEW LOW FARES 


to the 


0 Ww | 7 N T Whenever there is something to be shipped either to 


or from your office specify Railway Express, for here, 
pines are in effect now on famous President Liners. These in your own place of business you will find Railway 
powerful, smooth-sailing ships leave New York and San Fran- Express always at your service. Fast moving trucks 


Low summer roundtrip fares to Japan, China, and the Philip- 


cisco (via Hawaii and the Sunshine Route) every week for pick up your shipments; swift passenger trains 
Japan, China and the Philippines. You may stopover any- 


where, then catch the next or a later President Liner. (Favor- rush them en route; other trucks deliver them 
able exchange in the Orient makes stopovers economical.) swiftly to destination in all principal cities and towns. 
All staterooms are outside with comfortable beds. Outdoor Two receipts, one at each end, insure correct de- 
a ~pinaed pop tein, Fer ietemeation, ste livery. An express service that really is EXPRESS, 
emphasized by low cost. Any shipments—any mea- 

surement—any weight. 
For service or information telephone the nearest 


NEW YORK - CHICAGO Railway Express Agent. 


SAN FRANCISCO 


and other principal cities 


SERVING THE NATION FOR 96 YEARS 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 
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STARRETT LEHIGH 
BUILDING 





Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


Look 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. : 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 

Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 


ef 
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~— 16—Argument at Washington, D. C.: 

26876—Kansas City Southern Railway Co. vs. Kansas City Termina| 
Railway Co. et al. 

July 16—Washington, D. C.—Examiner M. L. Boat: 

* Fourth section application 15937—To establish and maintain a rate 
of $3.23 per ton of 2,240 pounds on scrap iron and steel, from 
Cohoes, N. Y., to Buffalo, N. Y—Filed by Agent Curlett. 


July 17—Buffalo, N. Y.—Buffalo Hotel—Examiner Disque: 
1. & S. 4111—Loading and unloading charges at Buffalo, N. Y. 


July 18—Ogden, Utah—U. S. Court Rooms—Examiner Steer: 
Railway labor act No. 12—Utah Idaho Central Railroad Co. 


July 18—Montgomery, Ala.—Public Service Commission Rooms—Ex. 
aminer Snider: 
1. & S. No. 4105—Switching at Montgomery, Ala. 

Jul 18—Minneapolis, Minn.~Hotel Nicollet—Examiner Cheseldine: 
26972—Marshfield Milling Co., Inc., vs. C. . W. et al. 
27001—New Richmond Roller Mills Co. vs. M. St. P. & S. S. M. 

July 18—Oklahoma City, Okla.—Skirvin Hotel—Examiner Shanafelt: 
2/025—Emergency freight charges within Oklahoma. 


July 19—Salt Lake City, Utah—Hotel Utah—Examiner Steer: 
Railway labor act No. 13—Salt Lake & Utah Railroad Co. 


July 20—Thomasville, Ga.—Federal Bldg.—Examiner Snider: 
26932—-Mineral Products Co. vs. Central of Ga. Ry. et al. 


July 20—Winona, Minn.—U. S. Court Rooms—Examiner Cheseldine: 
26888 and Sub. No. 1—Miller Waste Mills, Inc., vs. C. & N. W. et al, 


July 22—-Albany, N. Y.—Public Service Commission Rooms—Examiner 
Mattingly: 
26860—Albany Port District Commission vs. A. & W. Ry. et al. 
se | 22—Salt Lake City, Utah—Hotel Utah—Commissioner Lee: 
179—The American Packing & Provision Co. et al. vs. U. P. et al, 
—— Packing & Provision Co. et al. vs. C. & N. W, 
et al. 
July 22—Newnan, Ga.——Federal Bldg.—Examiner Snider: 
26983—-Newnan Cotton Mills vs. A. & W. P. et al. 


July 22—Fort Wayne, Ind.—U. S. Court Rooms—Examiner Cheseldine: 
26936—Brown-Bridge Mills, Inc., et al. vs. B. & O. et al. 


July 22—Wilmington, N. C.—Cape Fear Hotel—Examiner Johnston: 
25309—Atlantic Coast Line Railroad Co. vs. Cape Fear Railways, Inc. 


July 23—Washington, D. C.—Examiner Curtis: 
1. & S. 4112—Carbon furnace electrodes from Niagara Falls, N. Y. 


July 23—Washington, D. C.—Examiner Taylor: 
Il. and S. No. 4109—Live stock loaded and unloaded at Chicago. 
July 23—Nicollet Hotel, Minneapolis, Minn.—Examiner Howell: 
26712—Rail and barge joint rates. 
ae aly ay of War, Operating Mississippi-Warrior Services, vs, 
° - et al. 
18406—Inland Waterways Corp. vs. B. S. L. & W. et al. 
19017—Inland Waterways Corp. vs. C. G. W. et al. 
19480—Inland Waterways Corp. vs. A. G. S. et al. 
26592—-Miss. Val. Barge Line Co. vs. A. & S. et al. 
26679—B. & O. vs. American Barge Line Co. 
26680—A. C. & Y. et al. vs. Inland Waterways Corp. 
26681—Alton et al. vs. Miss. Val. Barge Line Co. 
|. & S. 4032 and 1st sup. order—Cotton from Ark. via rail-barge-rail. 
Il. & S. 4060—Green coffee from New Orleans, La., to Tex. 
1. & S. 4082—Barge line traffic from and to the southwest. 
July 23—Salt Lake City, Utah—Hotel Utah—Commissioner Lee: 
26849 and Sub. No, 1—Utah Coal Operators’ Association vs. Arkansas 
Valley Interurban Railway Co. et al. 
26822—-Utah Coal Operators’ Association vs. A. T. & S. F. et al. 
July 23—Marion, Ind.—Federal Bldg.—Examiner Cheseldine: 
1. & S. 4093—Paper boxes partly unloaded in transit in Montana. 


July 23—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner J. E. Snider: 
Fourth section application No. 14132—Class and commodity rates 
from and to points on the Nashville-Franklin Ry. Filed by J. A. 
Streyer, G. T. M., American Short Line R. R. Association. 
July 23—Washington, D. C.—Commissioner Aitchison: 
* 26570—Reduced pipe line rates and gathering charges. 


July 24—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner J. E. Snider: 
Fourth Section Application No. 15904—Petroleum products from §Sa- 
be and Port Wentworth, Ga., to Augusta, Ga.—Filed by J. E. 
Tilford. 
July 24—Los Angeles, Calif.—Calif. Railroad Commission—State Build- 
ings—Examiner Steer: 
Railway labor act No. 14—Pacific Electric Railway Co. 


a City, Mo.—Chamber of Commerce Rooms—Examiner 
‘ . Smith: 
1. & S. 4110 and ist supplemental order—Granite from Oklahoma 
points to Kansas City, Mo. 


July 24—Washington, D. C.—Examiner Flynn: 
26967—Pennsylvania Coal & Coke Corporation vs. 
et al. 
July 25—Lansing, Mich.—State Commission Rooms—Examiner Chesel- 
dine: 
1. & S. 4088—Reciprocal switching at Detroit. 
July 25—Oral argument—Washington, D. C.: 
* Finance No. 10165—Chicago, South Shore & South Bend Railroad 
reorganization. 


July 26—Columbia, S. C.—Hotel Jefferson—Examiner Snider: 
27008—Laurens Glass Works, Inc., vs. C. & W. C. et al. 


July 27—Wilmington, N. C.—Cape Fear Hotel—Examiner J. E. Snider: 
Fourth Section Application No. 15931—To establish and maintain 
rate of 400 cents per ton of 2,240 Ibs., not subject to emergency 
charges, on phosphate rock, from pts in Fla., to Acme, N. C 
July 27—Burley, Ida.—County Court House—Commissioner Lee: 
Finance No. 10742—Application Oregon Short Line R. R. for_per- 
mission to abandon its Raft River Branch extending from Declo 
to Idahome. in Cassia County, Ida. 


July 29—Greensboro, N. C.—U. S. Court Rooms—Examiner Snider: 
26926—Roxboro Broom Works vs. B. & O. et al. 


July 29—Jackson, Miss.—Robert E. Lee Hotel—Examiner J. E. Smith: 
270°8—Meridian Grain and Elevator Co. et al. vs. C. B. & Q. et al. 
27038—Attala Milling & Produce Co. vs. C. B. & Q. et al. 

July 30—Washington, D. C.—Examiner G. L. Shinn: 

Fourth Section Application No. 14551—Truck bodies from and t¢ 
Jersey City, N. J.—Filed by W. S. Curlett. 
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“NORTH WESTERN’S”’ 
é New Week-End Service 


to the 


NORTH WOODS 


A New Train—the FLAMBEAU 


Leaves Chicago every Friday at 1:00 p. m. (2 o'clock Chicago 
Time) and gets you up to the Woodruff- Minocqua, Rhine- 
lander, Land O’ Lakes and Eagle River Districts the same eve- 
ning. Air-conditioned coaches, diner-lounge and parlor cars. 


The Complete Story of “North Western’s” Summer Service 


to THREE LAKES, EAGLE RIVER, PHELPS, 
LAND 0” LAKES, WATERSMEET 











rate 


rom FOR QUICK ACTION 
MARK IT 


ROUTE 
Ex. VIA PORT HOUSTON 





Bf) THE NEAREST PORT to the GREAT SOUTHWEST 


| PORT 


Every Friday the Lv. Chicago 
FLAMBEAU 1:00 pm 

Every Night (a) WISCONSIN LAKES Ly. Chicago 

Except Sunday SPECIAL 7:30 pm 


to RHINELANDER, (WOODRUFF - MINOCQUA DISTRICT, 
LAC DU FLAMBEAU, MANITOWISH, MERCER, IRONWOOD 





Every Friday the Ly. Chicago 

FLAMBEAU 1:00 pm 
2 Every Friday (a) WISCONSIN LAKES Ly. Chicago 

; SPECIAL 7:30 pm 
Every Night (a) ASHLAND LIMITED Lv. Chicago 

5:30 pm 

- t HAYWARD, CABLE and DRUMMOND DISTRICT 

Every Friday ad the ie Lv. Chicago 

, * * % + 400 3:30 pm 
IC, Every Saturday the VIKING- Lv. Chicago 


MOUNTAINEER 12:30 pm 
ag bey (a) DULUTH-SUPERIOR Lv. Chicago 
Ex. Sun. & Mon. LIMITED 6:15 pm 


“B| THE LEADING PORT of the SOUTH 


(a) Through sleeping car service 
Central Standard Time Shown 


For information, apply to any 


C. & N. W. Representative, or address 
R. THOMSON, Passenger Traffic Manager 
400 W. Madison St., Chicago, III. 2332-1X 


At this port there are 17 public and CHICAGO & NORTH WESTERN RY. 


18 privately owned wharves, with 
total berthing capacity of 58 vessels. 
) While the public and private termi- 
nals work in harmony, yet the fact 


that these facilities are not under one 


LEAVE THE 
DETAILS 10 US 


When you route your Oriental cargoes, 
ship via American Mail Line. Leave the 
details of how the shipment will go to 
your American Mail Line agent. He will 
ship it the shortest possible way (via Seat- 
tle) and it will arrive days, or even weeks, 

sooner. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one ar- 
rives in Seattle every other Tuesday. 


Service is augmented by a fleet of fast cargo 
liners with regular sailings to. ports of Japan, 
China, Hongkong and the Philippines. 





management, insures the Shipper of 
the advantages of competitive service. 





J. RUSSELL WAIT 
DIRECTOR OF THE PORT 


















For information, apply desk No. 6 


PORT OF GALVESTON 










21 West Street......cccceeccees New York 

1714 Dime Bank Bldg............- Detroit 
Export Barge Connections with Five Great Trunkline 110 So. Dearborn St........-c.e0. Chicago 
Import the Nation’s Inland Railways Union Trust Bldg. Arcade....... Cleveland 
Coastwise Waterways Sixty-nine Steamer Lines 





General Freight Office 
740 Stuart Building.........-..-+:- Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 











MODERN _4 LONG x QUICK =_ GOOD 
FACILITIES - EXPERIENCE “4 DISPATCH ™ SERVICE 


GALVESTON WHARF COMPANY 
‘Established 1854 
Geo. Sealy, Pres. F. W. Parker, V. P. & G. M, 
(Kansas City Office—434 Board of Trade Bldg.) 












































MOSsesssenseggesssesssssessacsassssgssssssssssssesssssessssensssssscsssetacescesenss % 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 





TRAFFIC COUNSELOR and 
Interstate Commerce and State Commission Cases 
Departmental Service Commerce 
815 Mills Bldg. Specialists 


WASHINGTON, D. C. 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


Experts 643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 





Practicing Successor to Keene & Ames 
Formerly Attorney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 





INTERSTATE 
COMMERCE H. D. DRISCOLL 


Commerce Counsel and Attorney 


COMMISSION Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 





In 
streamlined 
trains and 
tariff files 
the little things count 


One detail in the construction of modern fast trains— 
streamlined and otherwise—is comparable in results to the 
exclusive features of Automatic Tariff Files. The public 
generally knows or thinks little about it, but the operating 
department of the railroad can almost tell you to a penny what 
the new type bearings on the axles mean. They save minutes 
and power on every start—minutes and pennies that are vital. 

Automatic Files have the exclusive patented drop front, and 
a special, easily-seen, tariff indexing system. As a result, you 
have more capacity per square foot of floor space and you save 
minutes and wear and tear on the tariffs, every time a tariff is 
taken out or filed. Count the number of times your tariff files 
are used each day. Méinutes are just as important to you as 
they are to a railroad. Whether you are in the market today 
or red 2 in the future, drop us a line for detailed information 
on this file. 





Traffic Department 


AUTOMATIC FILE & INDEX COMPANY 


629 W. Washington Blvd. Chicago, Illinois 
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July 31—Harrisonburg, Va.—U. S. Court Room—Examiner Snider: 
24885—Harrisonburg Chamber of Commerce et al. vs. C. & O. et 


August 1—San Francisco, Calif.—237 Merchants Exchange—Examing 
























arp: 
20769—Charges for protective service to perishable freight. 


August 6—Washington, D, C.—Examiner C. K. Glover: 
Fourth section application 14823—Iron and steel to south Atlantic 
ports—Filed by Curlett and Jones. (Further hearing.) 


September 10—Washington, D. C.—Examiner M. L. Boat: 
Fourth Section Application 15676—Authority to establish and maip. 
tain rates on coke, coke breeze, dust and screenings from _ and/y 
ae points in C. F. A., I. F. A., W. T. L,, Sou., and Te 
erritories. 


September 18—Chicago, Ill.—Hotel Sherman—Examiner Steer: 
Railway labor act No. 7—Chicago, N. S. & Milwaukee R. R. (Co, 


CLARK FOR I. C. C. VACANCY 


Appointment of C. P. Clark to a place on the Commission jg 
being urged by friends. Mr. Clark, a legal resident of Arizona 
is a deputy administrator in the National Recovery Administra. 
tion, having had charge of the codes set up by the truck and moto 
bus industry, domestic freight forwarders, merchandise ware 
housing, household goods moving and storage, commercial avig. 
tion, tank car and some other related industries. Prior to his 
becoming a deputy administrator, in January, 1934, he was cop 
nected with the American Automobile Association for ten years 
much of his experience being in Washington, D. C. 


The abstracts of tariff filings, rejections, suspen. 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to kh 
sure their traffic files are up-to-date. 








Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES: 


H Storage and Distributing of Merchandise of Every Description! 


Secaecceresasseccccescceucesccsccccccccccensceccccccccesscccceccceccscecscenesces 





















A $2.50 Traffic Library 


These manuals, published by THE TRAFFIC 
WORLD, cover almost every phase of traffic man- 
agement both as to the fundamental and techni- 
cal aspects of the work, and to its relationship 
with general business and commerce. Written by 
recognized authorities in the field, they should 
be read and kept for handy reference by every 
traffic man. 


Principles of Freight Traffic 


by G. Lloyd Wilson, Professor of Commerce and 
Transportation, University of Pennsylvania........ 
Pe ee Te eT eT Pe ETT Tere re Price 50 cents 


Fourteen Articles on 


Current Transportation Subjects 
ee Eee | ere eer Price 25 cents 


Freight Tariffs 
ee ere rer Price 50 cents 


Prices for the following: 50 cents each; two for 75 cents; 
three or more, 35 cents each. 


Diversion and Reconsignment.......... by G. Lloyd Wilson 
Transit Services and Privileges......... by G. Lloyd Wilson 
Personnel of Railroad Traffic Departments.............. 
re eee ere eee ee rere by Charles E. Parks 
Special Freight Services..........cccecs by G. Lloyd Wilson 
Terminal Freight Services and Allowances, 2 volumes, 
re eee er ey ree ee ae ee ee by G. Lloyd Wilson 
Complete Set of All Booklets Listed 
$2.50 Postage Prepaid 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 





